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Many of the principal railways of the world 
use equipment madé by Metropolitan- 
Vickers, whose experience ranges over the 
entire field of road and rail transport. 
Electric main line and industrial locomotives, 
multiple unit trains, diesel-electric loco- 
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motives, automatic signalling, and all the 
auxiliary equipment which go to build them 
can be supplied by Metrovick. The advice 
of Metrovick engineers is available on all 
traction needs from gears to complete 
railway installations. 


One of the 94 diesel-electric locomotives that Metrovick is supplying to Coras ae 
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Brakes made in England by 


Westinghouse Brake & Signal Co. Ltd., 82, York Way, London, N.| 


Associated in Australia with 
Westinghouse Brake (Australa 


FOR MAIN LINE FREIGHT DUTIES 


MORE DIESEL ELECTRIC LOCOMOTIVES FOR 
BRITISH RAILWAYS 


Ten of these Bo-Bo 800 h.p. 68-ton units have been 
built by British Thomson-Houston Co. Ltd., to the 
general requirements of the British Transport Com- 
mission. 


They are fitted with 


COMTI 
BRAKE EQUIPMENT 


Vacuum/air braking is fitted, with air brakes on the 
locomotive operated, through a proportional valve, 
in conjunction with the vacuum brake on the train 
controlled by the driver’s vacuum brake valve. 
There is a straight air brake valve to control the 
locomotive brakes when required. 


The equipment includes deadman’s control, sanding, 
whistle, and engine control. 


Air is supplied by a CM38 compressor, and the 
vacuum by two 4VI1I0 exhausters. 


Associated in India with 
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Associated in South Africa with 
sia) Pty. Ltd., Saxby & Farmer (India) Private Ltd., Calcutta Westinghouse Brake & Signal Co. S.A. (Pty.) Ltd. 
N.S.W. 


Johannesburg, Agents-Bellamy & Lambie, Johannesburg. 
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Future of British Railways Locomotive Works 


PRESENT anxiety over unemployment has aggravated 

fears created by rumours that further locomotive 
works of British Railways are to be closed as the result of 
abandonment of steam traction. During the House of 
Commons debate last week on the British Transport 
Commission Bill, the Member for Ashford, Mr. W. F. 
Deedes, expressed concern at reports that the Southern 
Region locomotive works in that town were to be closed; 
he asked that detailed proposals should be published 
without delay, including plans for disposal of the premises, 
so that industries which might be interested could take 
advantage. The answer by Mr. G. R. H. Nugent, Joint 
Parliamentary Secretary to the Minister of Transport & 
Civil Aviation, was that only about 1,300 men were 
employed at Ashford; that it was not intended to close 
the carriage and wagon shops; and that the Commission 
Planned, in gradually closing down the locomotive shops, 
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to reduce the total staff to 1,000 over four years, so that 
redundancy should be taken up by wastage and time be 
given for apprentices to finish their training. Ashford is 
only one of several railway plants affected. In the same 
Region, Brighton Locomotive Works are closing down, 
and the premises being made over to manufacture of 
motorcars. The other Regions are reported to be formu- 
lating plans, in so far as cut-and-dried schemes are possible 
with the slowing down for financial reasons of the intro- 
duction of diesel motive power. There have already been 
inevitable changes since nationalisation in the rdéles of 
the works which belonged to the former main-line com- 
panies, just as there were changes after grouping in 1923, 
but without any considerable amount of unemployment. 
The latter, in so far as it has occurred in railway shops, 
has usually been the result of causes beyond the control 
of railway managements. British ‘Railways are conscious 
of their social obligations, especially in places which 
depend much more than does Ashford on employment 
afforded by the railways. In addition, there is reluctance 
to waste the experience and skills acquired by years of 
service in the works. Once there are rumours of closing, 
some men will obtain jobs in other industries rather than 
risk waiting to see the outcome, and they are unlikely to 
return to the railways. It may well be that the intro- 
duction of diesel traction will cause, in some works, 
changes proportionately no more disturbing than those 
planned at Ashford; but plans should be announced as 
soon as possible. 


Institute of Transport Congress in Dublin 


DIESEL traction will be the main feature, in the field 

of railways, of the Institute of Transport Congress 
to be held in Dublin on June 3-6 under the auspices of the 
Irish Section of the Institute. Coras Iompair Eireann has 
done much under its Chief Mechanical Engineer, Mr. 
O. V. S. Bulleid, to develop diesel haulage on its railways 
in the form of multiple-unit passenger trains and loco- 
motives for passenger and freight service. Participants at 
the Congress will have opportunities of visiting the Inchi- 
core Works of C.LE., including the diesel maintenance 
depot, and of sampling long-distance diesel haulage on a 
day excursion by diesel radio train—a popular travel 
amenity developed by C.I.E.—to Killarney. Appropriately, 
one of the two papers to be discussed will be that by Mr. 
T. C. Courtney, Chairman of Coras Iompair Eireann, on 
the provision of diesel-electric locomotive power for his 
system. The other paper, on the organisation of transport, 
will be by Sir Brian Robertson, Chairman of the British 
Transport Commission. 


The’ R.E. (Transportation) Army Emergency Reserve 


THE vital importance to the nation of the transportation 

units of the Royal Engineers Army Emergency 
Reserve was emphasised by the Quartermaster-General to 
the Forces, General Sir Nevil Brownjohn, speaking last 
Friday as the guest of honour at the R.E. Transportation 
Branch Officers’ annual dinner. The reduction now in 
progress in the size of the Army, notably in lessening the 
proportion of administrative “tail” to “ teeth,” neces- 
Sitates greater dependence than ever on the Army Emer- 
gency Reserve for trained manpower in any emergency, 
when the reduced cadre of regular units will be insufficient. 
The usefulness of the A.E.R. units of the Royal Engineers 
was shown during the Suez operations in the winter of 
1956-57. General Brownjohn assured his hearers that the 
Army valued what Transportation units had done, and 
what they were doing and would have to do. Their morale 
and efficiency depend largely on the support of em- 
ployers in the transport industry. It was encouraging to 
hear from Sir Brian Robertson, Chairman of the British 
Transport Commission, and as such representing the 
biggest employers, that the nationalised railway, dock, 
and inland water undertakings will continue to give their 
support to the recruitment for A.E.R. units, and do every- 
thing possible to facilitate service, including annual train- 
ing, in them. 
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Further Electrification in Belgium 


THE economies and increased efficiency achieved | by 
the Belgian National Railways on their main lines 
electrified since the last war seem to have prompted a 
change of policy as to the line from Liége to the Belgo- 
German frontier at Herbesthal. That section, it now 
appears, is to be electrified; not long ago it was stated that 
the amount of civil engineering work necessary would 
make the cost of conversion prohibitive. Complementary 
to this is electrification of the Li¢ge-Namur-Charleroi line; 
conversion between the last two points is in progress. The 
Liége-Herbesthal section presumably will be electrified at 
3,000 V., d.c., as are other S.N.C.B. lines. The develop- 
ment of dual-system techniques—already in operation 
between the Belgian and Dutch 1,500-V. lines—may over- 
come technical difficulties in effecting a junction with the 
German Federal Railway 15,000-V. a.c. system, when con- 
version is completed from Cologne via Aachen to Her- 
besthal. The decision to postpone electrification of lines 
connecting with the French National Railways and of 
further connections with Holland, because of insufficient 
traffic prospects, is surprising. One would have thought 
that traffic justified conversion between Brussels, Mons, 
and Aulnoye, and also between Liége and Maastricht. 


Lightweight Trains in Ghana 


THE five-coach sets built by Cravens Limited for the 
3-ft. 6-in. gauge Ghana Railways and described on 
another page, are reported to be giving great satisfaction in 
service. The sets were designed to run in one direction 
only; the rear coach is a combined first class observation, 
buffet and kitchen car. The coaches are of integral con- 
struction and, also in the interests of weight saving, use 
has been made of Corten steel formed sections for all 
stressed members in the underframe and body structure. 
Provision is made for heat insulation in the roofs and air 
circulation and ventilation. Originally the sets were worked 
in a daily weekday service between Accra, Kumasi and 
Takoradi. When the Achiasi-Kotoku link was opened to 
passenger traffic in June last year, one set was transferred 
to run between Accra and Takoradi via Achiasi, one way 
each day. So popular have the trains become that a sixth 
vehicle, a third class coach, has been added to the forma- 
tion. The trains are normally hauled by one of the 13 
400-h.p., 42-ton diesels recently supplied by the Birming- 
ham Carriage & Wagon Co. Ltd. Originally in a livery of 
aluminium above and blue below waist rails, these sets were 
termed “ Blue Trains”; the blue has now been changed to 
green, however, because it is planned to integrate these 
services with other fast passenger services, and the standard 
livery of the Ghana Railways is now aluminium, cream, 
and green. Opportunity may be taken later on to bring the 
lightweight trains into line with the standard livery. 


Bagnall of Stafford 


OMPARATIVELY little has ever been said about the 
history of W. G. Bagnall Limited. Although the 
Castle Engine Works at Stafford have produced some 
unusual locomotives from time to time, their output since 
the foundation by William Gordon Bagnall in 1875 has 
been mainly industrial. Yet for an English builder Bagnall 
was early in the diesel field, working in collaboration with 
Deutz from about 1933 until the war began, and being 
responsible for the first diesel locomotive ever to operate 
underground in a British coal pit. It was after the death 
of its founder that the most notable of Bagnall personali- 
ties, W. S. Edwards, came into the picture, and he was for 
many years Managing Director. There were then unusual 
arrangements between the two leading shareholders to 
ensure continuity of control in the event of the death of 
either; actually the death of the two within a few months 
of each other made easy the acquisition of the company, 
some years ago now, by the Alan Good-Brush group, and 
before the present association of Bagnall with the Heenan 
& Froude organisation. A feature of Bagnall trade, 
common to that of most old-established locomotive 
builders, was customer-continuity; certain users were 
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100 per cent Bagnall for half a century or more. In a 
recent informal talk, however, Mr. W. A. Smyth, the 
present Managing Director, stated that one Bagnall-built 
locomotive in a 27 years’ life had six owners, three track 
gauges, two numbers, and three names! 


Modernisation in Bridge Reconstruction 


RAILWAY girder bridges of moderate span built in 

large numbers during the latter half of last century 
had expected lives of between 70 and 100 years, and 
actually those of wrought iron often outlive younger 
ones in mild steel. Consequently, British Railways are 
now confronted with bridge reconstruction programmes, 
sometimes involving in a single Region an annual expen- 
diture of nearly £500,000. To meet such commitments 
the Western Region of British Railways has standardised 
an entirely new form of all-welded steel girder construc- 
tion for all half-through type bridges with spans of 
between 26 and 110 ft., where construction depth is suffi- 
cient to accommodate ballasted cross-sleeper tracks. Some 
of these bridges are described in an article on another page. 
The general design makes the greatest possible use of 
prefabrication, the whole steelwork being put together 
with little more work than the tightening of relatively 
few high-strength bolts. Its most striking feature, how- 
ever, is the high degree of standardisation achieved and 
the fact that some 18 sheets of detailed working drawings 
suffice to cover every kind of girder and floor unit met 
with in any length of square span in the range. The value 
of these advantages is made clearer in the following note. 


Cost of Draughtsmanship 


THE foregoing is a reminder of the present-day cost 

of preparing design drawings. According to a senior 
railway officer, the detail design of, say, an 80-ft. double- 
line bridge may cost as much as £800 before the drawings 
leave the office, so scarce and costly are experienced 
structural draughtsmen today. That the demand for them 
far exceeds the supply is evidenced by the long lists of 
vacancies in the technical Press. Great therefore is the 
value of being able to take such a design as described above 
straight out of a drawer for immediate use with nothing 
more than a general arrangement sheet to supplement it. 
Even if the required crossing happens to be on a skew, 
additional details of the end floor units only would be 
necessary. Another advantage of such standardisation is 
that it leaves the almost invariably hard-pressed drawing 
offices free to tackle the complexities of the many other 
bridge construction problems facing British Railways 
today. Appreciable economy in the drawing office must 
therefore be added to economy in fabrication, in erection at 
site, in maintenance, and in reducing interference with 


traffic where these “ modernisation” types of bridge are 
used. 


The Pullman Car Company in 1957 


JN the early months of 1957 road traffic was curtailed, 

caused by petrol rationing, bringing additional revenue 
to the railways generally. This is reflected in the increased 
gross receipts of the Pullman Car Co. Ltd. for the year 
ended December 31, 1957. The annual report shows that 
gross receipts increased from £829,999 in 1956 to £889,507, 
but working expenses also increased to £760,036 (£694,350), 
leaving a net profit of £71,484 (£72,159). Included in the 
working expenses is an item of special maintenance 
amounting to £25,945. This amount was incurred on some 
Pullman cars preparatory to the introduction of new 
rolling stock. If the Board’s recommendation of the same 
ordinary dividend as last year is approved, then, after 
appropriating the dividends for the year, the balance 
carried forward to the profit and loss account will be 
increased to £284,120 (£272,624). The report states that 
the company is in the market for 44 new Pullman cars as 
replacements, and points out that the company has been 
reassured that the necessary finances, beyond the monies 
in hand, to cover the cost of these cars and any other 
capital expenditure, will be forthcoming. 
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Multi-System Locomotives 


HE need for inter-running between different electrifica- 
tion systems was foreseen in the early post-war 
development of 50-cycle traction, and the original Co-Co 
locomotive on the French National Railways Aix-les-Bains 
to La Roche-sur-Foron line carried an a.c./d.c. converter to 
allow of operation on 1,500 V. d.c., although at reduced 
power. A feature of the Co-Co prototype with rotary con- 
verters for the Savoy electrification was that it would pro- 
vide the same performance on a.c. or d.c., but these facilities 
were not repeated on the rotary-converter locomotives for 
the Valenciennes-Thionville electrification, which in its first 
stages did not make contact with other electric lines. The 
situation has been changed by its present connection with 
3,000 V. d.c. traction in Luxembourg and thence with the 
Belgian National and the Netherlands Railways electrifica- 
tions at 3,000 V. and 1,500 V. respectively. Interest is being 
shown in Holland in, the possibilities of a locomotive for 
operation, on two d.c. voltages and on a.c. Such a design 
might well run on four different electrification systems, for 
the S.N.C.F. dual-frequency locomotives have shown that 
no major power circuit changes are necessary in passing 
from 25 kV. at 50 cycles to 15 kV. at 163 cycles as at Basle. 
Some loss in peformance is entailed, but it should be tech- 
nically possible for one electric locomotive to work a train 
from, say, Amsterdam to Zurich via Brussels, Luxembourg 
and Basle. 


Inter-Running Problem in Italy 


ARLY development of three-phase traction in Italy 

has presented that country with a problem without 
parallel elsewhere. This arises from the need for some 
through running between the 3,000-V. d.c. system now 
standardised and the remaining three-phase lines. Experi- 
ments have been conducted by the Italian State Railways 
with d.c. multiple-unit stock adapted by means of rectifiers 
for running on a.c. sections, and a train of this type has 
been working between Genoa and Turin. The rectifier 
equipment is installed under the floor of a trailer coach, 
which thus becomes virtually a passenger-carrying mobile 
substation, available for coupling to any motor coach as 
one vehicle of a three-coach set. The pumpless mercury- 
arc rectifiers are connected in the de Graetz circuit, the 
consequent reduction in size of the transformer windings 
having no doubt been convenient in designing a three-phase 
transformer for underframe mounting. A rectified output 
of 3,000 V., as in this equipment, is probably the highest 
yet taken from mobile units. A major problem has been 
the design of a pantograph able to ensure satisfactory 
current collection at speed from the two overhead conduc- 
tors of the three-phase system. Requirements have been 
met by special mounting arrangements for the two pans 
of the double pantograph, and a limitation on the side 
sway allowed to the coach body. 


Railway Museums in the U.S.A. 


REVIVED interest in the preservation of railway rolling 

stock is a reminder of the present position in respect 
of U.S.A. railways. A survey of the American situation 
appeared recently in the Illinois Central Magazine. The 
author, Mr. Carlton Corliss, who is now Manager of the 
Public Section of the Association of American Railroads, 
Served for many years on the Illinois Central. He points 
out that the “Museum of American Railway History ” 
extends from the University of Maine in the east to 
Stanford Leland University in the west and from St. Paul 
in the north to Tucson in the South. He underlines the 
importance attached by many U.S.A. railways to the 
preservation of such early rolling stock as still remains, 
more particularly in view of the disappearance of steam 
action; there is great public interest when these famous 
machines are paraded, as they were at the “ Wings of a 
Century,” Staged at the Century of Progress Exposition in 
Chicago 1933-34, which was graced by the L.M.S.R. “Royal 
Scot” train of that period. Those responsible for policy 
as to the preservation of notable rolling stock of British 
railways might well profit from a study of what is being 
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done in the U.S.A. At the moment we are rich in our 
inheritance, thanks to the forethought of some former 
railway companies in Britain, the cradle of railways. 


Beugniot-Lever Locomotives 


For many years guiding trucks in which a leading 

carrying axle was combined with the leading coupled 
axle were a feature of European locomotive practice, even 
for large express locomotives like the Austrian 2-8-4 
engines, and others with more modest top speeds, such as 
the Bulgarian 2-12-4T type. Most of these were of the 
Krauss or Krauss-Helmholz forms, though with the Zara 
truck prevalent in Italy. But a very early device to ease 
the running on the straight and round curves, and to take 
some of the guiding forces off the leading flange and put 
them on to the second one, was the Beugniot arrangement 
of horizontal levers. Applied in one or two cases by 
Baldwin 100 or so years ago, it lay dormant until about 
1950, when the German Federal Railway designers adopted 
it for the then new standard 0-10-OT steam locomotives. 
Almost coincidently it was applied to four-axle rigid frame 
diesel locomotives, and is now an almost ubiquitous feature 
of the many diesel-hydraulic locomotives of this wheel 
arrangement up to 1,000 b.h.p., 60 tons weight, and 
50/55 m.p.h. built by such companies as MaK and Krauss- 
Maffei and others, and used not only in Germany but also 
over mediocre tracks in Sweden, Cuba, South Africa, and 
Turkey. 


The Late Mr. C. K. Bird 


HE death of Mr. C. K. Bird, so soon after his retire- 
ment from the General Managership of the Eastern 
Region of British Railways, creates a blank for many who 
appreciated the high qualities of a man of fine character 
and quiet distinction. He combined academic brilliance 
with early athletic distinction and added to these qualities 
a very high standard of personal honour. He abhorred 
the seeker after personal publicity and advantage. His 
own progress throughout his railway career was based on 
his dogged persistence and merit coupled with the close 
application to every problem of a trained and disciplined 
mind. 

He was essentially a man of culture with an inherently 
practical approach to commercial problems. His regard 
was not given lightly, but his loyalty was unwavering to 
those whom experience had taught him to understand and 
trust, and his quiet good humour and steady friendship 
were greatly valued by many senior railway officers. 
During the earlier part of his 36 years of service Mr. Bird 
played an important part in matters which were the basis 
of the commercial policies of the L.N.E.R. In later years 
at Liverpool Street, despite the constant decline in his 
health, his unobtrusive but effectual leadership consoli- 
dated the achievements of the Eastern Region. His breadth 
of vision and clarity of thought enabled him to weld 
together the staff which today carries on his work. 


Pilferage on the Railways 


' is unfortunate that the Joint Parliamentary Secretary, 

Mr. G. R. H. Nugent, in replying to the debate on the 
British Transport Commission Private Bill last week, did 
not deal with the questions regarding railway pilferage 
that were put to him. Allegations had been made in the 
Press and were referred to in the debate by Mr. Ernest 
Davies, Labour Member for Enfield East, which call for 
an answer. No doubt adequate explanation can be given 
as to why a scheme for greater security measures in regard 
to cross-town parcels traffic in London have not been put 
into effect, but as long as it is withheld suspicion must 
remain about the vigour with which the Commission is 
taking steps to minimise its losses from pilfering. 

As long ago as 1951, when losses from pilferage of 
passenger train traffics were running at close to £600,000 
a year, to which they had fallen from over £1,000,000 in 
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the immediate postwar. years, a scheme was evolved 
designed to reduce these heavy losses. It provided for 
specially marked vehicles, easily identifiable, to be used 
between the London main-line stations and receiving 
depots to facilitate police checks. The vehicles were to be 
marked with zebra stripes and full details and photographs 
were provided to the police, who were instructed to 
observe their operations in London. If any such specially 
marked vans were seen unloading at other than a railway 
terminus or receiving station, in the streets for instance, 
it would be known that it was not engaged on its legitimate 
purpose of inter-station transhipments and inquiries would 
be made. Ultimately it was intended that all London 
cross-town transit should be so handled and a number of 
trailers were assigned to the work and their coachwork 
marked with zebra stripes; with the necessary mechanical 
horses, they were concentrated at Marylebone goods depot. 
There, according to the allegations in the Press and Parlia- 
ment, the bulk of them remain; they are stated to be only 
partially in use, because the scheme has been only par- 
tially brought into effect. According to the British Trans- 
port Commission, the scheme has not been shelved. About 
one-third of what was proposed is in operation. Imple- 
mentation of all proposals is not possible until certain 
operational difficulties have been settled; they include the 
arrangement of schedules and structural alterations at 
terminals. 

The success of the scheme depended on the final stage 
under which all cross-town transfer work in London was 
to be operated by pre-loaded trailers working on strict 
schedules. The earlier stages have been implemented, 
namely, concentration of this traffic, much of which had 
previously been dealt with at Euston and Kings Cross, at 
Marylebone Parcels Concentration Depot, which was 
established at the old Marylebone Goods Station in 1950. 

The delay is regrettable, not because avoidable pilferage 
is continuing, but because the scheme was expected to 
raise efficiency generally, to improve transits, and to bring 
about economies in operating costs. It has been suggested 
that one reason for the delay is the difficulty as to 
schedules encountered with the cartage and handling staff 
concerned; the latter apparently have raised obstacles and 
the Commission has failed to reach agreement as to 
schedules, use of manpower, and bonus payments. These 
complications arise from the use of articulated vehicles. 
Hitherto the rigid vehicles were loaded and unloaded by 
the carmen, but with the substitution of trailers, this is 
undertaken by the station and depot staff. It is unfortu- 
nate if differences about allocation of work between the 
different sections of railway workers can hold up for some 
years schemes aimed at improving railway efficiency and 
reducing costs. 


Tax on Diesel Fuel 


ib an editorial article last week a proposal to spread the 

duty on motor vehicle fuels over a wider range of users 
was discussed. This would include the British Transport 
Commission in respect of fuel for British Railways diesel 
locomotives and railcars, which is at present exempt from 
the tax. The proposal is framed in a motion to be discussed 
by the House of Commons, and it purports to be based 
on information elicited by a question in the House. 

The matter is more complex than the question asked 
by Mr. Frank McLeavy, Labour member for Bradford 
East, and one of the sponsors of the motion, might suggest. 
He was informed that if the yield of £340 million estimated 
for the current financial year were spread over the total 
quantity of hydrocarbon oils expected to be delivered for 
use in the same period, it would make possible a reduc- 
tion of the tax to be paid by all users of fuel to 1s. 1d. 
a gal. The calculations apply, however, to all hydro- 
carbon oils, including not only the derv used by buses 
and lorries, and the fuel which is used by diesel 
railway locomotives and railcars, but also petrol. 
Calculations have shown that if the tax on the heavy 
hydrocarbon oils only were spread over the users of such 
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oils, including the railways, the result would be a decrease 
to Sid. a gal. in the tax payable by such users. 

That is not to say that Mr. McLeavy’s motion is any 
the more desirable. What we advocate, as we stated last 
week, is that the tax should be abolished, at least as far as 
heavy oils are concerned, rather than spread over all users, 
We regret that it was stated in error that Lancashire 
United Transport Limited, of which Sir Robert Cary, 
one of the co-sponsors of Mr. McLeavy’s motion, is a 
Director, was a member of the B.E.T. Group of bus com- 
panies; that it not the case. From our statement it might 
have been inferred that the B.E.T. Group had been trying 
to saddle the Commission with paying tax on diesel fue] 
consumed by British Railways. On the contrary, the 
Group and the Joint Fuel Tax Committee of the four 
bus operator associations in Britain have made it plain 
on a number of occasions since 1950 that they do not 
advocate that the railways should share the burden, but 
that the tax should be abolished. As we pointed out last 
week, the effects of spreading the duty would have adverse 
effects on the prosperity of the railways, amongst other 
users, and for this reason alone it is to be deprecated. 


Speeding Up Freight 

URTHER steps to expedite the freight traffic of the 
London Midland Region of British Railways were 
announced earlier this week by Mr. David Blee, General 
Manager of the Region. Accelerations in the schedules 
of express goods trains—provided that connections are 
maintained and that not only earlier, but punctual arrivals 
of consignments results—will, no doubt, be welcomed by 
industrialists and traders. Of 7,700 freight trains now run 
daily by the Region, some 500 are now expressed; this is 
25 more than a year ago. Traders, he added, will find in 
each subsequent issue of the enlarged timetable now issued, 

an increasingly large number of express freight trains. 

The annual mileage of the 7,700 daily freight trains on 
the London Midland Region is 37,082,013 miles a year— 
nearly one third of the total freight train miles run by 
British Railways as a whole. Last year these freight trains 
carried 11,927,700 tons of merchandise, 21,748,700 tons 
of minerals, 45,866,600 tons of coal and coke, and 700,000 
head of livestock. As an example of reliability, in the 
four weeks ending January 25—a period of adverse 
weather—61-9 per cent of express and semi-express freight 
trains are reported to have arrived on time or not more 
than 30 min. late. It is to be hoped that this figure can 
be substantially increased under favourable conditions, 
because to be of any value the timetable must be practical 
rather than idealistic to meet a public demand. 

In an effort to speed the transfer of road collections to 
railway wagons, Mr. Blee explained that many containers 
are being built to increase the British Railways fleet of 
40,000, which is 25 per cent more than two years ago. This 
is undoubtedly one of the best ways of speeding delivery 
through abolishing double handling; but the tare weight 
of the container is not revenue earning, and the costs of 
labour and mechanical handling, such as cranage at trains- 
shipment points, are high and increasing. It is to be hoped 
that research now being directed to this problem will 
produce results. 

The concentration of sundries traffic at some freight 
terminals in the London Midland Region is another 
necessary development in the speeding of freight handling. 
To this end steps are being taken at Liverpool, Birming- 
ham, Manchester, Watford, and Stoke-on-Trent. The 
marshalling yards being built at Carlisle and Swanbourne, 
costing £4,500,000 each, will, as in other new yards, be 
highly mechanised to minimise the time spent there by 
wagons and empties in transit. The Swanbourne yard, 
and the new flying junction at Bletchley will greatly 
reduce the amount of traffic passing through the congested 
London junction by developing a ring route via Cambridge, 
Oxford, and Reading, giving direct connections between 
all parts of the country. 

The rapidly increasing number of freight vehicles now 
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being equipped with vacuum brakes requires many more 
maintenance and repair depots, and the Region is con- 
structing 10 of these; work is at present in progress on 
one at Chester. 

Four-aspect colour light signalling now being installed 
will play an important part in speeding the passage of 
freight. It will enable express freight trains to follow 
each other at their maximum speed at 4-min. intervals. 
The control of long sections of main line will be con- 
centrated on a few strategically placed power signalboxes, 
giving an increased line capacity and a freer flow of traffic. 
The whole of the Euston-Crewe-Carlisle line is already 
covered by colour-light distant signals, and full colour 
lights are operating at Carlisle, Liverpool, and Manchester; 
between Stockport and Levenshulme, and at Crewe, 
Rugby, and Euston. About 75 per cent of the distant 
signals on the Midland line have been converted. 

All these achievements, Mr. Blee said, had been accom- 
plished with existing resources and with steam power, 
but along with the programme of modernisation, achieve- 
ments would increase, until the ultimate efficiency was 
reached in freight as well as in passenger transport. We 
agree that the plans put forward and those now being 
executed are a step in the right direction, but the primary 
need is to educate railway staff of all ranks in the urgency 
of clearing traffic as quickly as possible. Quick transit 
on the line is of little advantage if time is lost in delays 
at terminals. Until all the improvements are completed, 
much can be done to improve the standard of service given 
by making do with existing equipments. Reliability of 
service must be achieved if the railways are to regain 
much of the traffic they have lost, and win new traffic. 


Problems of the Carriage and Wagon Builder 


MANY of the factors which concern rolling stock manu- 

facturers in this country were discussed in an 
informative paper given by Mr. L. B. Alexander, London 
Manager & Special Director, Metropolitan-Cammell 
Carriage & Wagon Co. Ltd.; entitled ‘“* Modern Rolling 
Stock,” the paper was read last Monday to the Institute of 
Transport, Metropolitan Section. The total values of the 
spare parts and sub-assemblies exported from Britain com- 
pared with completed vehicles exported were two of the 
interesting facts which emerged; these amount to some 
£15 million and £10 million respectively, which shows the 
value, to the builder of obtaining initial orders. After 
discussing the main requirements which affect the design 
of rolling stock—considerations of strength and safety, and 
the period over which vehicles may be expected to be in 
service—he stated that British Railways main-line coaches 
were probably the cheapest to build in the world. 

There are two main limitations, he explains, under which 
private builders of rolling stock have to work. A contrac- 
tor only builds to specific orders, and each order varies 
greatly from the previous one. As to the first, with the 
exception of the contracts from British Railways since the 
last’ war, railways in general do not order their rolling 
stock regularly. It is not possible, therefore, to be sure 
that publicised requirements will result in orders being 
placed when expected. When present construction under 
the Modernisation Plan is completed, it seems likely that 
the old conditions of “ feast and famine” for the builders 
will reassert themselves. 

An illustration by Mr. Alexander of the fickle nature of 
this market relates to 1947-48 when, to back up the Bailleu 
Mission to the Argentine, the British carriage and wagon 
industry made plans to put one-third of its total capacity 
at the disposal of the Argéntine Railways much-heralded 
Five Year Plan. Eventually the industry got one single 
wagon order out of that plan and all the rest of the rolling 
stock was cancelled; under the Peron Government the 
Argentine market faded out completely. Variations 
between each successive order of vehicles is caused by the 
existence of six major different track gauges in the world, 
combined with widely varying structure gauges, types of 
traffic, climate and other conditions of service. 

Because the industry has had to live on a large number 
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of comparatively small orders, it has developed the art of 
flexibility and versatility. Real mass production of coach- 
ing stock does not apply and wagon orders for 2,000 or 
more are exceptional. The variety makes it impossible to 
carry large stocks of material and methods which allow 
for a series of quick changes from one completely different 
type to another have been developed. 

The considerable amount of preliminary work which is 
necessary when the design of a vehicle is radically new is 
also mentioned by the author. An example is cited by Mr. 
Alexander of the large number of drawings required on 
the aluminium alloy coaches built for London Transport 
in 1951-52; for this order, some 500 drawings were made 
and the schedule of material ran into approximately 4,500 
items. Also, the lightweight steel coaches now under con- 
struction for South African Railways required over 2,000 
drawings and 10,000 items, excluding electric and traction 
equipment. 

During the paper an extract was shown from a film 
made by Metropolitan-Cammell to demonstrate some of 
the processes of construction of the London Transport 
aluminium alloy trains, besides the way in which the 
problem of design is now tackled. Such an order, Mr. 
Alexander adds, may take up to two years from the date 
of order to produce the first vehicle. Not all new designs 
need a full procedure of exhaustive stress analysis followed 
by strain gauging, where the construction is not cut down 
too finely on weight. The design of diesel railcar twin 
units which are being built for British Railways is of this 
nature, taking 18 months for the first unit to be built. 
These deliveries can be compared with 5-6 years for air- 
craft and 4-5 years for military motor transport. 

The problem of corrosion is a difficulty with regard to 
the extensive use of steel in wagon construction. After 
a number of years in service the steel wagon is a depressing 
sight, subjected as it is, not only to its common lot of harsh 
treatment, but also to the humidity and acids in the atmos- 
phere of this country. Here, however, steels less liable to 
corrosion, which have been tried out successfully over a 
number of years, are now being substituted in increasing 
quantities; also in the last two years British Railways have 
instituted routine five year “scrape and repaint” pro- 
grammes. This appears at present to be the most effective 
and economic treatment. 

A number of experiments have been carried out with 
wagons, some sheeted and some built completely of alu- 
minium alloy. British Railways, for example, have built 
100 16-ton mineral wagons at Shildon works with alu- 
minium alloy plates. Experience shows that aluminium 
alloy is better than the steel as regards corrosion, but in 
particularly hard wear it tends to puncture. The main 
trouble is that the extra cost is considerable and for the 
majority of services this rules it out. 

As to passenger vehicles, the assessment in the paper of 
the common factors which influence design are safety, 
smooth and silent riding, a comfortable seat, adequate heat- 
ing and ventilation, the use of materials for the interior 
which preserve a clean appearance, and a smooth, and if 
possible, streamlined exterior. In this the author seems to 
agree with most builders and the public. By way of illus- 
tration of stock designed for varying duties he describes 
some of the coaches built by Metropolitan-Cammell. These 
include the 1937 tube stock for the former London Under- 
ground—a most successful lightweight integral steel struc- 
ture devised without the assistance of post-war techniques 
of stress analysis and strain gauging—the suburban electric 
stock for South African Railways mentioned previously, 
British Railways diesel railcars, and coaches for East 
African Railways, and the two prototype main-line coaches 
built for British Railways and described in our issue of 
February 8, 1957. All of these are examples of remarkably 
well designed vehicles for different operating and climatic 
conditions and for a wide variety of traffics. 

Despite the pride which Mr. Alexander obviously pos- 
sesses for the past designs of his company, he believes that 
the “ best is yet to come ” in the guise of the five main-line 
de luxe Pullman diesel trains to be designed and built by 
Metro-Cammell for operation in the London Midland 

Region between St. Pancras and Manchester. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


British Railways Prototype Saloon Coaches 


February 16 

Sir,—The letter from Mr. R. P. Smith in your February 
14 issue, raises a very important point. There can be no 
economic justification for as Mr. Smith states “ this 
prodigal use of space.” Throughout the year on Friday 
afternoons and evenings, Saturday and Monday mornings, 
nearly every important train from the principal London 
stations conveys many standing passengers. 

I can from experience state that this situation exists on 
the Euston to Manchester services. For passengers join- 
ing at intermediate stations the situation is hopeless; more 
than one passenger joining one of the trains at Rugby has 
said that in more than two years of travel they had never 
been able to obtain a second-class seat at that station. 
Line occupation at these busy periods has reached satura- 
tion point. For a number of years at least the position 
cannot improve. 

The advent of British Railways standard stock has 
already increased the length and weight of trains, with no 
increased seating accommodation. Now we are threatened 
with the 39-seat open saloon, plus ladies’ powder rooms, 
travelling secretaries and so on, all these reducing seating 
capacity that really cannot be afforded. Seats for all 
rather than excessive comfort for the few must be the aim. 
Some Regions provide no armrests in second class com- 
partment corridor stock and therefore provide 56 seats in 
each second class corridor coach and the usual 64 seats 
in each second class open coach. Except perhaps for 
Anglo-Scottish services this capacity must be maintained. 

Yours faithfully, 
D. COOMBES 
Rothlea, 5, Tor View, Haslingden, Rossendale, Lancs. 


The Recent Development of A.T.C. 


February 26 

Sir,—I shall be grateful of the opportunity to comment 
on your editorial article under the above title (Railway 
Gazette, February 21), with the object of allaying un- 
founded misgivings which certain references in this article 
may have caused among your readers: — 

1. While it is correct that the remit laid down by the 
Railway Executive in regard to A.T.C. was not followed 
in its entirety during the actual development, this was 
because experience proved the greater practicability and 
efficiency of the system as finally developed. Surely in 
matters of this kind, it would make progress almost 
impossible if initial directives had to be slavishly followed 
quite irrespective of what might be established by practical 
experiment? 

2. There is no foundation whatever for the suggestion 
that external non-technical opinions have influenced the 
design and development of the B.R. Type of A.T.C. in 
any way, except that attention to public opinion empha- 
sised the need for urgency of approach to the question 
generally. In particular, the decision to retain the visual 
indicator in the engine-cab was based solely on the grounds 
of its value as a help to efficient operation, and no other. 
(incidentally, in the first paragraph the article appears to 
criticise the Commission for deferring to outside non- 
technical opinion, and to criticise us again in the second 
paragraph for not doing so!) 

3. In his evident desire at all costs to denigrate the B.R. 
system of A.T.C., the writer of the article has overlooked 
(or is perhaps unaware) that some important factors in 
the design of the G.W.R. system rendered this unsuitable 
for universal adoption on other Regions of British Rail- 
ways. 

4. In seeking to evolve a system of A.T.C. which would 
work reliably with all forms of traction and under all 
conditions of weather likely to be met with in Great 


Britain, the former Railway Executive and subsequently 
the Commission, have endeavoured to embody the best 
features of both systems and in so doing have been in- 
fluenced by the main consideration: that it should be the 
safest and most reliable system that could be evolved for 
this purpose. The Ministry of Transport’s Chief Inspect- 
ing Officer of Railways, who has been in the closest touch 
with the development work throughout, has given his full 
approval to the system now adopted and for which large 
quantities of components have been ordered. 
Yours faithfully, 
J. H. BREBNER 
Public Relations Adviser 
British Transport Commission, London, N.W.1. 


{The article did not criticise the B.T.C. apparatus but 
the manner in which is was stated to have been evolved. 

The suggestion that external non-technical opinions in- 
fluenced the design was made in Mr. Currey’s paper. To 
quote: ‘“ When the Press photographs appeared in all the 
morning papers, the one part which stood out clearly and 
so received universal mention was the indicator, and it 
was obviously impossible to explain to the Press that it 
should not have been there and would not be fitted in the 
future.” No criticism of the B.T.C. was intended or 
implied—but rather commendation—in the second para- 
graph where it was stated “the British Transport Com- 
mission decided this matter for itself and without the 
influence of outside lay opinion.”” There was no desire at 
all to “ denigrate” the B.R. system of A.T.C., but in the 
absence of more specific information than is given in 
Mr. Brebner’s letter, we may remain unaware of the 
important factors in the design of the G.W.R. system 
which render it unsuitable for adoption on other Regions. 
There have been tests of this system over the years under 
varying conditions, including use over electrified lines — 
Ep., R.G.] 


Diesel Fuel Tax 


March | 

Sir,—The claim now being made for a change in the 
diesel fuel tax is being argued on the grounds of equality. 
It is no such thing. The “ overplus” of road taxation is 
not an unjust burden. The country is entitled to a return 
on the capital locked up in the road system just as it looks 
to the railways to pay interest (about £40 million a year) 
on capital account. 

If road users are to get a reduction, then the railways 
(and waterways) should get one too. Railways still suffer 
many disabilities which have been carried over from the 
, and not carried by their rivals, such as liability for 
ocal rates, and maintenance of fencing, bridges carrying 
roads. 

There may be a good case for a redistribution of the 
burden of the tax among road users so as to put public 
passenger transport on a more equal footing with the 
private car, and “A” and “B” licence holders with their 
“C-licence rivals; but to expect industry to share a road 
tax seems most unjust. It might even result in a replace- 
ment again of diesel by steam. 

Yours faithfully, 


R. G. R. CALVERT 
45, Woodwaye, Oxhey, Watford 


March 2 

Sir,—In your issue of February 28 you criticise the 
proposal that the taxation of diesel oil should no longer 
be limited to road transport but should be spread over 
all users of diesel oil, including the railways. To avoid 
this danger you propose that diesel oil should no longer 
be taxed. 

Should we not begin by asking why is motor fuel, 
including diesel oil fuel, taxed? Leaving out the frills, is 
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not the answer primarily to pay for the cost of the road? 
If, therefore, diesel oil is not taxed how will diesel motor 
vehicles, the principal competitors of the railways, pay for 
their track? In any case why should rail transport pay 
for the road track as well as having to maintain the rail 
track? 

Among the frills are, of course, the fact that motor 
transport is taxed for budgetary revenue over and above 
the cost of the road. The answer is: Revise the basis of road 
taxation, keeping the budgetary contribution separate, and 
incidentally divide the latter equally between all forms of 
transport. Further, if road taxation is to be based on 
ton-mileage, the diesel tax should be about 1:6 times that 
on petrol, to allow for the difference in the ton-mileage 
per gallon of fuel. 

The present system of road taxation is so chaotic that 
to subsidise particular users through the medium of road 
taxation will destroy the last chance of ever achieving a 
logical system as part of a national policy for the co- 
ordination of transport. If buses want to be subsidised, 
say, to meet the cost of non-paying services, and this is 
agreed by the powers that be, let it first be decided what 
is to be the basis of the subsidy, then who is to pay for it— 
the State or users generally—and then how it is to be 
collected and distributed. 

Yours faithfully, 


H. O. MANCE 
Brigadier General 


38, Evelyn Mansions, Carlisle Place, S.W.1 


Road and Rail Traffic 


February 11 

Sir,—The article “ Poor Freight Traffic Statistics ” in 
your issue of January 31 provides much food for thought. 
No doubt the implications of these facts, clearly represent- 
ing a well-defined trend in the transfer of traffic from the 
railways, are serious enough, looked at from the head- 
quarters of British Railways. I sometimes wonder whether 
anyone looks at them from the point of view of the house- 
holder and road user, whether pedestrian, cyclist, or private 
motorist. As much traffic, and particularly as much heavy 
traffic, as possible should be transferred from the roads to 
the railways, the canals, and coastwise shipping. 

Much of the heaviest traffic on the roads passes in 
regular quantities along well-defined routes, and this, one 
would have thought, would be ideal for transport by rail 
or boat, especially where private sidings are available. But 
even where they are not, it is surely time for a great 
increase in the use of containers, not merely for the smaller, 
lighter loads, but also for heavy bulk loads such as bricks 
and cement. 

Yours faithfully, 

S. C. HAWTREY 

Little Holt, Kingsway, Gerrards Cross, Bucks 


Passenger Coach Design 


February 11 

Sik,—Several of your correspondents have emphasised 
the need to increase the seating capacity of trains without 
at the same time increasing their size and weight. Most 
of the prototype coaches recently built for British Rail- 
ways seem however to have ignored this point, none more 
so than the second class open saloon built by the Birming- 
ham Carriage & Wagon Co. Ltd. and described in your 
January 31 issue. This remarkable vehicle has only 39 
seats compared, for instance, with 42 in a standard British 
Railways first class coach. I do not doubt that the former, 
with its adjustable seats and attractive decoration, is con- 
siderably more comfortable to ride in than the latter, and 
certainly there is need to make second class travel a good 
deal pleasanter if British Railways are to compete with 
long-distance motorcoaches and other rivals, 

The accompanying table shows the floor area allowed 
per seat in several different vehicles. In the first class air 
liner the floor space allowed is almost exactly the same 
as that in a Western Region second class compartment; but 
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there is a world of difference in the standard of comfort 
which these two vehicles offer. The explanation is that 
the railway retains the old stage coach plan of making 
the passengers face one another across a narrow gap, so 
that their legs get tangled up and everyone is cramped and 
uncomfortable; the air passengers sit with their legs under 
the seat in front so that they can stretch out without kick- 
ing any of their fellows. There may have been a com- 
pelling reason for the stage coach arrangement when it was 
devised, but it is quite certain that there is no justification 
for it in a railway vehicle of the present day. 





Seat Length Area per 
Vehicle width allowed passenger 
(in.) (in.) (sq. ft.) 
Standard British Railways first class | 
compartment coach aa rege 25 43 7-45 
Standard British Railways second 
class coach (3 seats a side) ay 25 364 6-33 
Standard British Railways second 
class coach (4 seats a side) a 184 364 4-70 
.E.A. “ Viscount” first class air 
liner on domestic routes .. Ar 19 36 4-75 








A standard British Railways coach body could accom- 
modate 68 of the aircraft type seats, which is four more 
than the densest of the layouts used now in long-distance 
railway stock. 

You published a letter from me on this subject in your 
issue of April 4, 1952. I then advocated the American 
“coach ” type of seat plan for the cheaper class of accom- 
modation on British Railways, and privacy as the main 
feature and attraction of first class. The intervening years 
seem to have made these even more desirable. 

Yours faithfully, 
W. R. D. MANNING 
Red Cottage, Townsend Avenue, St. Albans. 


Combating Winter Weather 


February 10 

Sir,—Mr. G. R. Parkes’ letter in your February 7 issue, 
mentions “chaos” as a result of snow and frost. I am 
inclined to agree with him. As a special class relief 
signalman, my duties sometimes are at Bristol East power 
box, and the action of snow has to be seen to be believed. 

I am not advocating the use of heated bases to switch 
areas, such as are used in Switzerland, Norway and else- 
where; but I do think we should have advanced a little 
further than a gang of permanent way men, employed to 
hurl vast quantities of crude salt in the hope that it may 
cause a rapid thaw. 

With power-operated points, the electrical detection is 
extremely sensitive, and it requires just a small amount of 
snow to fall between the open tongues of points, for the 
points to be operated and squeeze the snow into a hard 
compact mass; although they appear to be correctly 
closed, the detection is so fine that a “ clear ” aspect cannot 
be exhibited in the signal controlling a movement over 
those points. 

With snow falling equally over an area consisting of a 
matter of 120 power-operated points, the “ top lights ” for 
each point fail at approximately the same time. Chaos? 
Of course there is chaos, 

Why cannot some method be devised such as portable 
containers containing anti-freeze or saline solution with an 
attached spray, so that two or three men can in a matter of 
minutes, do more than a dozen with buckets of salt, in 
half-an-hour? 

We have, of course, the “ steam lance,” which is nothing 
more than an instrument for blowing through engine 
tubes. It has been adapted for cleaning snow from points 
by coupling to the steam cock on the front of the engine 
and directing a blast of steam to the affected area. It 
certainly works. The only difficulty is in running an 
engine over an affected area when the signalman has all the 
points “down ” or blocked with snow at the same time. 

Yours faithfully, 
Cc. P. LOVEMORE 

13, Elliston Road, Redland, Bristol, 6 





Fortitude 

As a Scot, I am coming more and 
more to admire the fortitude of the 
English character. During the big 
freeze-up I saw hundreds of ordinary 
Southern English stand for almost two 
hours in an unheated train which was 
also in total darkness. At Sevenoaks 
they emerged and went their ways with- 
out a word of protest. No assessment 
of the factors which have made the 
English what they are would surely be 
complete without recognition of the 
part which was played by British Rail- 
ways.—From a letter to the “ Evening 
Standard.” 


Livestock on the Line 
(See our February 21 issue) 

We are indebted to Miss L. West- 
marland for an account of an incident 
which occurred while she was employed 
in the Public Relations & Publicity 
Department of the Southern Region of 
British Railways. The secretary of the 
Photographic Section took a telephone 


message from Clapham Junction: 
“Line out of gauge. Send photo- 
grapher.” The photographer was sent, 


and found to his consternation that the 
message really was: “ Lion out of cage. 
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THE SCRAP HEAP 


Send photographer.” The lion had 
escaped from a circus in transit and had 
strolled about the station to the alarm 
of passengers and staff. He was recap- 
tured later. 


Right Side of the Tracks 
Walking along the railway, a farm 
boy at Brooklyn, Wisconsin, found 
nearly £5,000 in scattered notes. A mail- 
bag on a non-stop train had missed the 


station mail. pick-up apparatus.—From 
the “ Daily Mail.” 


Penniless V.1.P. 


Joshua Norton, self-styled Norton I, 
Emperor of the United States & Pro- 
tector of Mexico, is one of the eccen- 
trics described by Mr. Irving Wallace 
in “The Square Pegs” (Hutchinson, 
21s.). He was an Englishman who after 
some success in business during the 
last century settled down, penniless, in 
San Francisco, where he succeeded in 
living at the expense of the authorities 
and many institutions and individuals. 
He wore a bizarre uniform and col- 
lected what he termed “taxes” from 
door to door. 

When he travelled by train, sleeping 
accommodation was reserved “ with the 








Not Worth Scrapping—or Preserving? 





Baldwin 2-4-2 saddle tank engine 


built in 1867, which worked on the 


Guateguay-Puerto Rico line of the former Entre Rios (now General Urquiza) 


Railway, Argentina. 


It has long been heeling over on a grass-grown siding 
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compliments of the management” 
When a restaurant car attendant on 
the Central Pacific Railroad did not 
recognise him, and refused to serve 
him, as he had no money, the directors 
of that railway were shocked, and sent 
him a lifetime free pass for Pullman 
accommodation and free meals in their 
trains. 


Ticket Machine with a Memory 


A few days ago I inserted a 6d. piece 
in a London Underground ticket issuing 
machine designed to deliver 5d. tickets, 
It duly presented the ticket, together 
with 2d. change. That was fair enough. 
Yesterday I hopefully put a similar coin 
in the same machine. It delivered the 
ticket but gave no change——From a 
letter to “ The Times.” 


Collector’s Pieces 


L had the good fortune to be brought 
up in Bradford-on-Avon, in Wiltshire 

. served by the Avon Valley branch 
of the Great Western; and the Great 
Western not only gave its engines names 
but set them out in splendid, large, 
three-dimensional letters in gleaming 
brass, on a curved name-plate over the 
splashers. 

You can still see the later of these 
engines in Paddington and all over the 
West Country. Those who are lucky 
enough to have been brought up before 
1920 or so, on the Great (Western, will 
never forget Armstrong, Achilles, and 
Edgcumbe; Albion,La France and Lady 
of Lyons; Excalibur, Flamingo and 
Chough; Cineraria, Gardenia and 
Hyacinth. 1 quote from one of the 
minor items in my collection: “Great 
Western Railway Engines ’—names, 
numbers, types, and classes, 1921 [pub- 
lished by the G.W.R.]. .. 

The British Transport Commission 
has a collection of railway locomotives, 
but it has never exhibited them properly 
except perhaps at York, and even now 
some of the authorities do not seem to 
have that sense of responsibility which 
I personally think they ought to have. 
For example, there is a... Mersey 
Railway 0-6-4 tank Cecil Raikes, built 
in 1884, which is mouldering in some 
siding under a tarpaulin. If we are not 
careful, she will get scrapped.—Sir John 
Elton in a B.B.C. talk “ On Collecting 
Railwayana.” 


Party Line 


Jolt-proof rails half a mile long have 
been installed on the Minsk-Vilna line 
near Molodechno in Byelorussia. 


Smoothly into Molodechno 
Trains of Communist design 
Carry fellow-travellers sticking 
Closely to the Party line: 
Commissars express collective 
Joy at such a signal sight— 
Half-mile rails reduce the risk of 
Deviation left or right, 
“Peter Simple” in “The Daily 
Telegraph.” 
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RHODESIA 
Heavy Holiday Traffic 


Between the first week of December 
and the first week of February, 54 extra 
passenger trains were run to and from 
Bulawayo. Besides seasonal holiday 
traffic to and from the Union of South 
Africa, these trains have conveyed 
passengers from ships berthing at Cape- 
town; other trains are expected to bring 
cruise passengers visiting the Victoria 
Falls. 


INDIA 
Travel to and from Pakistan 


A statement showing the number of 
passengers who travelled between India 
and Pakistan since the inception of 
direct railway service between Amritsar 
and Lahore shows that between 
October 28 and December 31, 1954, 
4,515 passengers travelled from India to 
Pakistan and 12,325 from Pakistan to 
India. Figures for the subsequent years 
were given as follow (eastbound figures 
are in brackets): 1955, 25,762 (84,719); 
1956, 53,608 (91,929); 1957 (up to 
October), 40,669 (35,905). 

In reply to a question in Parliament 
as to what steps had been taken to facili- 
tate rail travel, the Deputy Railway 
Minister, Mr. Shah Nawaz Khan, has 
pointed out that through carriages have 
been provided between Lahore and 
Howrah and Lahore and Delhi. Passen- 
gers can purchase through tickets at 
Lahore and Amritsar for travel to 
certain stations in India and Pakistan 
respectively. A separate booking office 
has been opened at Amritsar on the 
platform to enable through passengers 
to buy tickets without going to the main 
booking offices. Currency exchange 
offices have been provided at Amritsar 
Station. 


VICTORIA 
New Rolling Stock 


For the Melbourne - Adelaide “ Over- 
land” service, two new trains are being 
built, the individual vehicles going into 
service as turned out of the shops. The 
seventh twinette sleeping car _ has 
recently been completed in the railway 
workshops and another is expected 
shortly. For the two trains there will 
eventually be eight twinettes, eight 
roomettes, and two first-class and six 
second-class sitting cars; six roomettes, 
two first- and four second-class sitting 
cars are already in service as well as 
the seven twinettes. 

The Victorian Railways have on 
order from contractors 30 seven-car 
multiple-unit electric train sets. Eight 
new air-conditioned saloon-type main- 
line cars are also to be built at New- 
port shops. Considerable numbers of 
bogie express freight-train vehicles are 
also on order, including 40 brakevans, 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


100 40-ton covered hopper wagons, for 
bulk grain traffic, and 100 33-ton 
louvred cars. 

Tenders have been invited for the 
supply of 25 diesel-electric or diesel- 
hydraulic 500-800-h.p. shunting loco- 
motives. 


QUEENSLAND 
Rehabilitation of Mount Isa Railway 


A start on the rehabilitation of the 
Mount Isa railway has been recom- 
mended in a report by consulting 
engineers to the State Government. 
The project entails the reconstruction 
of the 3-ft. 6-in. gauge railway from 
Collinsville northwards into Townsville 
and thence to Mount Isa, 753 miles. 

The report states that the scheme 
is economically feasible and an imme- 
diate start should be made to have the 
line ready for heavy traffic by 1961. 
Haulage is envisaged of coal from 
Collinsville to Mount Isa by 90-ton 
diesel locomotives in bogie hopper cars 
of 42-ton capacity. 

Other recommendations are:  re- 
grading of extensive sections; re-laying 
with heavy rails; reconstruction of 
bridges in steel and concrete, and a 
new bridge; re-arrangement of marshal- 
ling facilities at Townsville and Collins- 
ville and improvements to the track 
between those centres. 


WESTERN AUSTRALIA 
Tests with Briquette Coal 


The W.A.G.R. has been conducting 
tests to determine the suitability of 
Collie Coal in briquette form for loco- 
motive fuel. Establishment of a pilot 
briquetting plant in 1955, followed by 
much development work, is reported to 
have resulted in production of various 
types of metallurgical coke and bri- 
quetted fuel, including a briquetted 
char for locomotives. 

Initial tests were made on an “Es” 
class 4-6-2 locomotive in shunting ser- 
vice at Midland Junction. From the 
performance of the new fuel, which 
had undergone a curing process, the 
light steaming conditions usual in 
shunting duties and the almost total 
absence of sparking, suggested further 
trials on the main line with more 
arduous steaming conditions. 

The first main-line trial was con- 
ducted with a “W’” 4-8-2 locomotive 
hauling a 185-ton train between Mid- 
land Junction and Chidlow. Uncured 
briquettes were used. This test showed 
that the normal light uniform firing 
necessary with normal Collie coal was 
unsatisfactory; much better results were 
obtained with heavy firing. No sparks 
were seen leaving the chimney, even 
when the engine was working at 70 per 
cent cut off at 18 m.p.h. 

Another test was made on the main 
line with a fully-instrumented “W” 









class locomotive working a 750-ton 
train between Brunswick Junction and 
East Perth. This test was successful. 
A thick fire was maintained, and the 
steaming qualities with this technique 
are stated to have been excellent. 

The high equivalent evaporation 
8-47 lb. of water per lb. of coal and 
the low specific fuel consumption of 
4-75 lb. of fuel per d.b.h.p.-hr. were 
consistent with the high calorific value 
of the uncured briquettes, which was 
nearly 30 per cent higher than the 
average for Collie coal. 

Results of the trials are regarded as 
most satisfactory as far as regards the 
use of briquettes as a substitute for 
expensive Newcastle coal in fire hazard 
areas in summer conditions. 


ITALY 
New Rail Link with Germany 


Mr. A. Angelini, the Minister of 
Transport, has stated that priority is 
being given to the construction of a 
new railway line between Venice and 
Munich. The route will pass through 
Treviso, Lancenigo, Nervese, Caprile, 
and Marebbe in Italy, and Rattenberg 
in Austria. The section to be built in 
Italy will cost the Italian State Rail- 
ways about £71 million. 


HUNGARY 
Rolling Stock Manufacture 


The Dunakeszi Works, Budapest, is 
constructing the prototype of a saloon 
coach intended for international ser- 
vices. Also under construction at the 
works is a coach equipped as a mobile 
surgery. 


BELGIUM 
Electrification Plans 


By the end of 1957, the National 
Railways had electrified 523 miles of 
line. This compares with 27 miles 
before 1939. During the current year 
conversion to electric working will be 
continued on the Charleroi-Namur line. 

Electrification of the Liége- 
Herbesthal (-Cologne) line is also 
planned, but several problems will have 
to be solved before this can be done. 
Many tunnels, bridges and cuttings will 
have to be widened. Ultimately, this 
line may be linked up with the German 
Federal Railway when electric opera- 
tion is introduced on the Cologne- 
Aachen line. 

At present the S.N.C.B. is postponing 
electrification of other international rail- 
way lines. Density of traffic in the 
Limburg region is not sufficient to 
justify a connection with the electrified 
lines of the Netherlands Railways, and 
traffic with France is also too light to 
warrant electrification of lines connect- 
ing with the S.N.C.F. 
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Lightweight Passenger Sets for Ghana Railways 
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Layout of accommodation i 64 passengers in second-class coach 
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Composite third-class vehicle with baggage and mail sorting facilities 
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Third class coach, showing disposition of toilets and staggered gangway between seats 
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Lightweight Passenger Sets for Ghana Railways 


Five-car rakes of integral body construction 
now in service on 3-ft. 6-in. gauge system 


Ghana Railways lightweight 


WO five-car train sets designed and 
built by Cravens Limited, 
Sheffield, are now in service on the 
3-ft. 6-in. gauge Ghana Railways. They 
were built to the requirements of the 
Chief Mechanical Engineer of the 
Ghana Railways & Harbours Adminis- 


tration, and the Crown Agents for 
Oversea Governments & Administra- 
tions. To achieve a good performance 


with economy of operation the stock 
has been designed for minimum weight 
consistent with a high standard of 
passenger comfort. Each set consists, 
from the leading end, of two third 
class coaches; a composite third class 
baggage, mail coach; a second class 
coach; and a combined first class kit- 
chen, buffet, and observation car in 
the rear. Provision has been made for 
heat insulation in the roofs and air 
circulation and ventilation to meet 
tropical conditions. 
First Class Coach 

The first class coach accommodates 
20 passengers; the seats in the observa- 
tion saloon are positioned to secure 
maximum visibility through the deep 
windows which extend round the rear 
end. Below the windows is a ledge to 
accommodate glasses and so on. The 
tubular steel-frame seats, of generous 
width and with deep headrests and 
hinged armrests, are fitted with foam 
covered spring cushions and backs and 
covered in crush grain hide. 

The transverse light luggage racks 
above the seats are supported at the 
inner end by a tubular extension from 
the seat frame. The racks are formed 
from light-alloy tubes and a wire mesh 
base. A narrow folding table with 
Plastic top is placed between each set 
of seats. Four 16-in. Imperiston 
electric fans in the roof circulate the air 
in the compartment; in the centre of 





five-coach 
Birmingham diesel-electric locomotive (see our issue of December 6, 1957) 





train hauled by a 400-h.p. 


the roof is a ported duct from which 
stale air is extracted by the Monarch 
monsoon type roof ventilators. These 
ventilators also draw cooling = air 
through the double wall cavity of the 
body sides and roof. Between the cant 
rail and top of the windows is a series 
of longitudinal vents which admit air to 
the saloon when the windows are closed. 
A passenger-operated speed control is 
provided for the circulating fans. 

The main observation windows are 
fixed, but the side windows are of the 
Rawlings balanced rising type, glazed 
with neutral tinted glass and fitted with 
rubber sealing. Besides the _ toilet, 
there is a ladies’ dressing room. 

The central entrance doors, hinging 
inwards, are between the toilets and 
the partition which divides the first class 
saloon from the buffet. Pedestal seat- 
ing is provided at the buffet counter. 

On the serving side of the counter is 


a service hatch communicating with the 
kitchen compartment. 

Accommodation for 64 passengers is 
provided in the second class and for 88 
in the third class coaches. 


Composite Third Class Coach 


In the composite third class and bag- 
gage coach a further 28 seats are fitted. 
On each side of the coaches are two 
entrance doors and in the centre two 
toilets. Grab poles, clipped to the 
luggage racks, are positioned inside each 
doorway. 

Back-to-back transverse seating in the 
second class vehicle is arranged equally 
on each side of a central gangway. In 
the third class the triple and double 
seats are positioned for even loading 
about a staggered gangway. 

The undersides of the luggage racks, 
which extend for the full length of the 
car above the windows, are faired-in to 
produce an unbroken line with the body 
side. At the back of the racks the roof 
panelling is protected by fluted 
aluminium sheet. The tubular frame 
seats and backs are foam rubber filled. 
The second class seats are covered in 
blue Lionide and the third class in 
brown. Windows and _ ventilation 
arrangements are similar to those in the 
first class. 

All passenger cars are fitted with 
chrome-plated drinking water dispensers 
sunk flush into the end partitions of 
the toilets. The emergency alarm bell 
in the guard’s compartment is operated 
from a series of push buttons. 


Kitchen 


In the kitchen compartment the 
equipment comprising Aga solid fuel 
cooker, Electrolux 5-cu. ft. capacity 


refrigerator, ice box, and sink unit, is 
laid out for convenience of operation. 

Storage cupboards and shelving ex- 
tend over the complete length. A shelf 





Rear view of train, showing the deep windows of the observation saloon and 
the neat appearance of the design 
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View of interior of observation saloon, showing windows, seating arrangement, 
light luggage racks and fluorescent lighting in roof 


is also fitted in the serving hatch. Hot 
and cold taps are fitted to the stainless 
steel sink unit; hot water is piped from 


a 25-gal. storage tank above the 
cooker. The compartment is_ lined 
throughout in stainless steel and the 
floor covered in chequerplast. Main 


ventilation is provided by an extraction 
fan in the roof. 


Mail Compartment 

In the baggage compartment and 
adjoining mail compartment located in 
the third car, sliding doors and full-lift 
windows are fitted. 

Besides the letter sorting frame in the 
mail compartment there is a registered 
letter locker. The sorting and stamping 
table adjoins the built-in letter box. 
Three seats are provided for use of the 
postal staff. 

[he baggage compartment is fitted 
with two three-tier luggage racks, with 
separate parcel and letter racks. Tools, 
fire extinguishers, and train lighting 
control panel are positioned along the 
body side between the sliding door and 
windows. 

The guard’s swivel seat, with hand- 
brake at the side, is centrally placed 
between the periscopes giving fore-and- 
aft visibility over the .roof of the 
train. The floor is covered in 7%-in. 
thick Chequerplast 


Lighting 

Fluorescent lighting is arranged 
down the centre of each passenger 
vehicle, with auxiliary lighting in other 
locations as required. Supply is from 
two 110-V., 5-kW. Stone’s axle-driven 
generators on the baggage car. The 
nickel cadmium battery housed in this 
car is of 110-A. hr. capacity. The 
wiring is in plastic conduits. 

The hardboard ceilings in all vehicles 
are painted ivory and all panelling is 
s-in. thick Warerite plastic veneer 


bonded to 4-in. thick plywood. 
Mahogany timber facings are used 
throughout. The first class coach 


colour scheme is bleached mahogany, 
with marble pattern linoleum; in the 
second class the colour scheme is 
maple; and in the third class stardust 
green. The mail compartment is 
painted in green up to waist height 
from the floor and in cream up to the 
cantrail. The baggage compartment is 
finished in light stone. Terrazzo floor- 
ing is used in all toilets. 

The lightweight construction of the 
cars is achieved by dispensing with a 
heavy underframe and by forming the 
complete body, floor, sides, and roof, 


aa, 





March 7, 1958 


as an integral load-carrying structure 
supported at the bolsters. The roof js 
well radiused and the body sides swept 
in below the waist rail, giving the cars a 
good styling. The flush fitting light. 
alloy doors are shaped to the body 
contour and all projections excluded to 
prevent riding on the outside. 

Considerable weight saving has been 
achieved by the extensive use of 
Corten steel formed sections for 
underframe and body structure mem- 
bers. Roof and _ bodyside panels 
are in 16-gauge copper bearing steel 
sheet attached by fillet and plug weld- 
ing to the frame members. The floor 
is made in }-in, thick multi-ply and 
bolted direct to the underfra~ : mem- 
bers. The inside of the complete skin 
is sprayed with 4-in. thick Limpet 
asbestos. Exterior finish is green 
up to the waist rail and aluminium 
above. With close coupled cars. this 
gives the appearance of a continuous 
green band. 


Bogies and Brakes 


The lightweight bogies of the equal- 
ising beam type are riveted units made 
up from welded sub-assemblies. The 
bolster springs are laminated elliptics 
and the beam springs helical. Wheel 
tread diameter is 2 ft. 94 in. and the 
bogie wheelbase 7 ft. Timken taper 
roller bearing axleboxes are fitted, The 
vacuum brakes are operated by two 
18-in. dia. cylinders. On the leading 
car an English Steel Corporation cen- 
tral automatic M.C.S. coupler is fitted, 
with Spencer Moulton rubber springs 
in the draft gear. The coupler at the 
rear end is for emergency use only 
and is concealed within the body shell. 
Intermediate couplers are of the semi- 
permanent type with centrally posi- 
tioned self-contained buffers and spring 
drawbar below. 

(Continued on page 277) 





Second class coach with faired-in underside of racks and continuous duct 
in roof for extraction of air 
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Four-Wheel Freight Wagons with Sliding Roofs 








S.N.C.F. design with sectional covers operated by chain and winch 





Four-wheel freight wagon for the S.N.C.F. with sliding cover fully closed 


HE French National Railways are 
putting into service two sizes of 
open-type freight wagons, constructed 
as regards bodies and frames generally 
to approved U.LC. (International 
Union of Railways) standards but fitted 
with sliding covers, similar to those 
used to close the holds of ships and 
lighters, as supplied by the S.A. Mac- 
Gregor-Comarain and operating on 
what is known as the single-pull bas- 
cule system. 

The larger design of wagon measures 
34 ft. 6 in. overall and has a single 
wide drop door on each side; the 
smaller is 3 ft. 4 in. shorter, with two 
narrow doors in place of each wide 
one. 

When closed each section or panel, 
made of 3; in. heavily ribbed steel 
plate, forming the cover assembly rests 


upon rollers travelling on longitudinal 
runways on the upper edges of the 
body and also on an intermediate push 
roller on the adjacent section. 


Endless Chain 


Movement is effected by an endless 
chain on each side attached to the first 
element in each assembly. This is 
passed over return pulleys to a winch 
mechanism situated at one end of the 
vehicle. 

The two are actuated by duplicate 
handles moving together and enabling 
closing and opening to be effected 
readily either from the ground, from a 
low platform or ordinary loading bank, 
or if more convenient from the top of 
the wagon itself. 

On opening the closed assembly the 
chain draws the outermost section 
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Four of the sliding roof sections in the magazine, with the fifth about to enter it 





along so that it pushes the group by 
means of the intermediate rollers al- 
ready mentioned. Each section carries 
other rollers on brackets and arranged 
to come into contact with ramp pieces 
at the ends of the runways on a special 
framework, as seen in the accompany- 
ing illustrations, projecting beyond the 
body and forming a magazine to hold 
all or any of the sections, according to 
the degree of opening obtaining at the 
moment. 

When they enter the magazine the 
sections become tilted up by the action 
of these rollers and come to rest close 
together in a vertical position. 


Procedure for Closing 


Closing is in the reverse order, the 
sections, interconnected by individual 
chains, pulling each other successively 
into position. When the wagon is 
completely covered the assembly is 
secured by a bolting device, provided 
with means of sealing, at the operating 
end. The sections overlap, rendering 
the covering watertight. They are 
shaped to throw rain water clear. 








_ Lightweight Passenger Sets for 
Ghana Railways 


(Concluded from page 276) 


The train water supply is carried in 
two 120-gal. tanks under each pas- 
senger vehicle. Delivery is by Stone’s 
water raising equipment. 

Leading dimensions and weights are 
as follow: 


Ee 


Gauge 


va 


{ First class .. Re 
’ Second and third 


Length over body - 
_ class 


—_—aA 


Height from rail 
Width over body .. 
Bogie centres 

Bogie wheelbase 
Diameter of wheels 


NAIBONM ww! 
N 
~ 


Tare weights ton. cwt. 
First class .. 23 15 
Second class 20 12 
Third class ar 20 8 
Third class, mail, and baggage i 23 15 


Principal sub-contractors were: 


Lighting equipment, fans, 
and water re equip- 
ment ; J. Le & Co. (Deptford) 

Ltd. 


Partitions, panels, multi- { Edmonton Panel Co. Ltd. 


ply floors 1 wy Equipment 
(James Williamson & Son 
Linoleum - _ Limited 
\ Michael Nairn & Co. Ltd. 
Seating Lace Web Spring Co. Ltd. 
Lionide .. James Williamson & Son 
Limited 
Leather .. Connelly Bros. (Carriers) 
Limited 
Ventilators — Controller Co. 
t 
Paint Docker Brothers 
Plastic veneer Warerite Limited 
Rising lights Rawlings Manufacturing 


Co. Ltd. 
Wilfred Overton Limited 
Lightalloys Limited 
English Steel Corporation 
Limited 
G. —_ Moulton & Co. 


Sliding door gear 
Light alloy doors 
Automatic couplers 


Draw and buffing springs 


Vacuum brakes 
Roller bearing axleboxes 
Sprayed asbestos 


“aan Brake Co. Ltd. 
— Timken Limited 
J. W. Roberts Limited 
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Half-Through-Type Bridges with Prefabricated Steel Floors 


Emphasis on standardisation in design adopted on the Western Region 


NEW standard design for half- 
through-type welded plate girder 
underbridges with prefabricated steel 
floor units has been adopted on the 
Western Region and already several 
bridges have been reconstructed with 
these superstructures. The design, de- 
tails of which have been standardised 
for spans varying in length between 26 
and 100 ft. is a development of earlier 
designs of welded spans with floors of 
either combinations of fabricated steel- 
work and reinforced concrete or pre- 
stressed concrete connected to the main 
girders with high-strength bolts, de- 
scribed in our issues of August 22, 
1952, and December 4, 1953. 

The new design incorporates steel 
floor units with cross girders resting on 
shear plates and bolted to the sloping 
flanges of the main girder stiffeners and 
between each of these units there is a 
single pressed-steel trough which not 
only serves to provide drainage for 
the ballasted track but also through the 
bolts securing it to the plating on 
the units, gives a continuous steel deck 
imparting lateral stiffness to the span 
without that absolute rigidity which can 
result in high deformation stresses due 
to interaction between the floor system 
and the main girders. 

All parts are completely finished in 
the shops so that assembly on site, con- 
fined to the tightening of high-strength 
bolts in clearance holes, can be com- 
pleted without the need for employing 
skilled labour. With all the mill scale 
removed beforehand the deck units are 
fully waterproofed on top, the troughs 
are asphalted inside and both, together 
with the main girders, are painted com- 
pletely under cover in the fabricator’s 
shops, leaving only the laying down of 
some bituminous compound, applied 
over the bolts at the junction of the 
units to the troughs, as well as the 
painting of the bolts through the stiffen- 
ers, to be carried out after erection on 
site. 


Range of Spans 


The width of the span is governed 
by the depth of the main girders and 
construction depth (CD), the dimension 
from rail level to underside of the 
span: the deeper girders in the longer 
spans having to be spaced further apart 
to clear the structure gauge. The 
accompanying diagram shows how 
three standard designs of floor units 
suffice to cover any length of span in 
the range between 26 and 100 ft. with 
the main girders spaced up to 14 ft., 
16 ft. 9 in., and 18 ft. 3 in. centres. 
The main girders, both outer and inter- 
mediate, for single- and double-track 
spans and differing in web and flange 
sizes for every 5 ft. of span length, are 
covered by 15 different standard draw- 
ings. In skew spans the standard rec- 
tangular floor units are used as far as 


possible; but different angles of skew 
necessitate the preparation of special 
designs for the end units. Apart from 
this the only drawing that has to be 
specially prepared for each bridge is 
the general arrangement sheet. 


Main Girders 


The main girders are designed to 
carry the Bridge Stress Committee 
(1928) live loadings A, B, and C at 
6 r.p.s. ON square spans and no reduc- 
tion in flange or web sections is made 
for skew spans. Flanges are usually 
parallel although one of the first 
bridges, namely that over the River 
Severn, near Pool Quay, was an excep- 
tion. There hog-back girders were 
asked for, for aesthetic reasons, straight 
cuts in the top of the web plates being 
accepted so that the flange-to-web 
fillet welds could be laid down by an 
automatic welding machine which 
would have been impossible had the top 
flanges been curved. The top flange 
plates are narrower than the bottom 
ones so that the floor units can be 
lowered down between the main girders 
(there is a clearance of at least 4 in. 
between each end of the cross girders 
and the edge of the top flange) and 
placed on the shear plates without any 
need for moving the main girders later- 
ally after they have once been landed 
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in their final place on the bedstones, 
Stiffeners arranged in pairs on the inside 
of the girders are spaced to suit the 
cross girders in the floor units. The 
flanges of the intermediate stiffeners 
are connected to both top and bottom 
flanges by longitudinal fillet welds. On 
the outsides of the main girders short 
stiffeners are applied at both flanges, 
those at the tension flange resisting any 
tendency of the flange plate to dish 
upwards as the girder deflects. At the 
bearings full-length stiffeners are fitted 
on both sides and narrow end plates 
are welded to the web plate for the 
sake of appearance. 

Butt welds in the flanges and in the 
web are completed before the plates 
are brought together; and in the ten. 
sion flanges where notch ductile stee] 
(ND.1) with a thickness not exceeding 
2 in. is specified, the quality of all butt 
welds is checked by _ radiographic 
examination and none is accepted 
unless it is absolutely free of blemishes, 
A marked preference is shown for 
machine welding, especially for the 
joining of the flange plates to the web, 
the fillet welds being made with deep 
penetration electrodes in an automatic 
welding machine. This is because of 
the higher quality of weld assured by 
the machine process in comparison 
with hand welding where the stopping, 
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every time an electrode has to be 
changed, and the fatigue of the welder 
can have adverse effects on the work. 
It is for this reason-that it is preferable 
to add the stiffeners to the webs after 
the all-important flange-to-web fillet 
welds have been finished. 

Spans up to 70 ft. long are fitted 
with stepped bearings, blocks of steel 
6 in. thick, bearing on mild steel bed- 
plates held in position by dowels 
dropped into holes and grouted in, in 
the bedstones, after erection. The con- 
tact surface on the underside of the 
bearing block is machined in the direc- 
tion of movement and a taper of 75 in. 


The underside of the bridge near 
Quay, showing the floor units 











Pool 


Three standard designs of floor unit suitable for any span between 26 ft. and 100 ft. 


in ‘each case 


in 2+ in. prevents any overloading 
of the front right-angled edge of the 
block under the deflection of the span. 
The contact surfaces are suitably lubri- 
cated and the bedplate is temporarily 
attached to the bearing before dispatch 
from the works. This simplifies work 
on site as the bedplates, correctly 
located on the bearings, are lowered 
with the girders on to the bedstones. 
After erection the temporary con- 
nections are cut away and the span is 
then free to move on the bedplates. 
The attachment of the bearings to the 
main girders is by high-strength bolts 
in clearance holes. 


bolts are seen 


Lowering a trough into posi 


Construction depths are shown 


Spans longer than 70 ft. are fitted 
with welded mild steel knuckle bear- 
ings with manganese-bronze slipper 
plates at the expansion ends. 


Prefabricated Steel Floor Units 


The standard rectangular units con- 
sist of a pair of cross girders together 
with the appropriate stringers spaced to 
suit the tracks. Single-line floor units 
weigh about 3 tons, those for a double- 
track span without an _ intermediate 
main girder weigh up to 11 tons. The 
edges of the plating are shaped to 
accommodate ballast plates and the 
intermediate trough units. The con- 





tion between floor units; high-strength 
securing unit to stiffener 
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Erecting the second main girder of the single-track 30-ft. span near Pool Quay 


nections between the cross girders and 
the main girders are designed so that 
the whole of the shear load is carried 
by the shear plates, while the high- 
strength bolts carry two-thirds of the 
bending moment stresses induced by 
conditions of fully rigid end-fixity. 
Originally such joints were designed to 
carry the whole of these moment 
stresses, but stress-recordings show that 
one-third of these moment stresses are 
dissipated through the flexing of the 
steelwork. Where due to skew or some 
other reason deformation stresses be- 
come greater than can be conveniently 
carried by rigid connections, special 
joints are designed to allow the cross- 
girders to deflect without any end 
restraint 

The width of the units is limited to 
not more than 9 ft. 6 in. so that they 
can be transported flat by rail. 

Accurate fitting of the units to the 
main girders is essential. Jigs are used 
to ensure proper alignment of the parts 
during welding and some contractors 
employ small manipulators. The shear 
plates on the ends of the cross girders 
and on the stiffeners on the main 
girders are tack-welded in position 
during a trial assembly of the whole 
of the steelwork in the shops and the 
completion of these welds is left until 
the parts are broken down and turned 
over so that the welds can be made in 
the downhand position. 

In skew spans the end floor units are 
specially designed to suit the particular 
angle of the crossing. Here, too, the 
size is limited so that they can be 
loaded flat within the load gauge. 


Trough Units 

[he single pressed-steel troughs are 
connected to the floor units by high- 
strength bolts screwed from above into 
nuts welded to the underside of the 
floor plating. These bolts, spaced at 
4-in. centres to ensure a watertight 
joint, are tightened with pneumatic 
wrenches. Here, as in all other con- 


nections made in the field, the joints 
are completed from above. 

At the sides of the floor units the 
waterproofing stops short of the ballast 
plates which, bolted on in the works, 
can be easily replaced in the future 
without interfering with traffic. The 
insides of the troughs above the asphalt 
are coated with a bituminous compound 
applied during erection and extending 
up to the waterproofing and tiles on 
the floor units. All contact surfaces at 
joints connected with high strength bolts 
are left unpainted. 

With the main girders set down in 
their permanent positions on the bed- 
stones, the deck units can be lowered 
down on the shear plates just as quickly 
as cranes can handle them: and pro- 
vided sufficient bolts have been inserted 
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to keep the shear plates in contact erec. 
tion can be completed, the ballasteg 
track laid and trains allowed across at 
speeds restricted only until the finaj 
tightening of all the high strength bolts 
and the proper aligning of the per- 
manent way has been completed, 

In one bridge near Llanymynech 
where plate girders 170 ft. long spanned 
three openings advantage was taken of 
the fact that individual floor units can 
be removed again after erection. 


Benefits of Standardisation 


Standardisation of medium length 
bridge spans benefits every branch of 
the civil engineering department from 
the drawing office to those responsible 
for future maintenance. One or at the 
most two, sheets of new drawings are 
all that is required for each reconstruc- 
tion; fabrication costs less because the 
platers and welders become familiar 
with the work, and repetition enables 
the same jigs to be used over and over 
again; while to those concerned with 
erection on site, assembly becomes 
almost mechanical; and to the bridge 
examiners looking after the structure 
the similarity and complete accessi- 
bility of all parts of different spans is 
most welcome. Other advantages of 
standardisation are mentioned in two 
editorial notes on another page. 

The designs have been prepared in 
the Steelwork Office at Paddington 
under the direction of Mr. M. G. R. 
Smith, Chief Civil Engineer of the 
Western Region. Contracts for the 
supply of a number of these bridges 
have been let to the Fairfield Shipbuild- 
ing & Engineering Co. Ltd. of Chep- 
stow, to Horseley Bridge & Thomas 
Piggott Limited, of Tipton, and to 
Jesse Tildesley Limited, of Willenhall. 
The first two firms delivered the steel- 
work for the bridges at Pool Quay and 
Llanymynech respectively. 
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Erecting floor units in main-line bridge near Hayes 
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PERSONAL 


The President of the Board of Trade has 
appointed Mr. Gordon Grant, C.B., an 
Under Secretary of the Board, to be 
Comptroller-General of Patents, Designs & 
Trade Marks with effect from March 3. 


Mr. André Ségalat, who, as recorded in 
our February 7 issue, has succeeded Mr. 
Louis Armand as Chairman of the French 





Mr. Andre Ségalat 


Appointed Chairman, 
French National Railways 


National Railways, has been General Secre- 
tary to the French Government since 
September 18, 1946. Mr. Ségalat, who was 
born in Paris on August 10, 1910, is a 
Licencié en Droit and holds the Diploma 
of Political Sciences. He became a member 
of the Council of State in 1937 and was made 
Maitre des Requétes in December, 1944. 
During the 1939-45 war he joined a Resistance 
Organisation and assisted Mr. Parodi at the 
General Delegation of occupied territories. 
After the Liberation he became Private 
Secretary to Mr. Parodi, then Minister of 
Labour. Mr. Ségalat subsequently became 
Private Secretary to Mr. Jules Moch, 
Minister of Works. 


Mr. W. H. Jenkins, O.B.E., M.Inst.T., 
Transportation Manager & Deputy Chief 
faific Manager, New South Wales Govern- 
Ment Railway, has been appointed Chief 
Traffic Manager with effect from February 1. 

€ appointment was previously held by 
Mr. D. J. Howse, whose retirement was fully 
recorded in our January 31 issue. 
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RAILWAY NEWS SECTION 


We regret to record the death, on Febru- 
ary 28, of Mr. C. K. Bird, C.B.E., formerly 
General Manager, Eastern Region, British 
Railways. Mr. Bird was educated at King’s 
School, Grantham, and St. John’s College, 
Cambridge. During the 1914-18 war he 
served with the Honourable Artillery Com- 
pany and the Royal Artillery. He began 
his railway career with the former North 
Eastern Railway in 1922 and, in 1926, 
was appointed Chief Staff Clerk to the 
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APPRECIATIONS 
There must be many in every walk of life 


who feel with sadness that once again 
‘** a light has gone out” on the death of 
Charles Bird, General Manager of the 
Eastern Region of British Railways. His 
friends were many and his knowledge was 
profound, but outstanding among all his 
great qualities were his delightful manner, 
great courtesy, and a smile which lit up and 
changed a rugged countenance to show his 





The late Mr. C. K. Bird 


General Manager, Eastern Region, 


District Superintendent, Leeds. In 1928 he 
transferred in a similar capacity to Middles- 
brough, and, in 1928, moved to the Rates 
Office at York. In 1929 he was appointed 
Head of the Rates & Statistics Section, 
Chief General Manager’s Office, and in 
1932 he also became responsible to the 
Chief General Manager for Parliamentary 
matters. In 1934 Mr. Bird was appointed 
Assistant Goods Manager (Southern Area). 
Early in 1943 he was appointed Acting Goods 
Manager (Southern Area), in which position 
he was confirmed in April, 1945. He became 
Acting Divisional General Manager 
(Southern Area) in 1947 and later that year 
was appointed Chief Regional Officer, 
Eastern Region. This position was re- 
designated Chief Regional Manager, Eastern 
Region, in 1953. Mr. Bird was appointed 
General Manager, Eastern Region, on 
January 1, 1955. He retired in December 
last year for reasons of ill health. The 
funeral took place this week. A memorial 
service will be held today, March 7, at St. 
Botolph’s Without, Bishopsgate, at 3.30 p.m. 


British Railways, 1947-57 


innate happiness in meeting his friends. 
Courage he never lacked—it was part of 
him throughout his life. His love of his 
family, his garden, and Nature, inadequately 
completes the picture of a man _ whose 
memory will be treasured by all who knew 
him.—K. W.C.G. 


For ten years after British Railways were 
nationalised, C. K. Bird guided the Eastern 
Region through a difficult era of transition. 
Unhappily his health failed when the need 
for his leadership was greatest, but with the 
help of a loyal band of colleagues he kept 
the regional operations at a high level until 
he left office at the end of January. His 
example should be an inspiration to the 
younger railwaymen who are left to carry on. 

Hailing from Corby in the south-west 
corner of Lincolnshire, C. K. B. showed at 
St. John’s College, Cambridge, that he had 
a bent for mathematics, though he never 
lost the liking for the Classics implanted in 
him at King’s School, Grantham. He also 
served in the first world war and then went 
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to the North Eastern Railway as a Traffic 
Apprentice, gaining a knowledge of railway 
work at York, Newcastle, Leeds, and 
Middlesbrough. 

His opportunity came when he was offered 
a post in the Chief General Manager’s 
Office of the London & North Eastern 
Railway in 1928. In a short time he had 
the advantage of dealing with questions of 
passenger fares, freight rates, and statistics 
of all kinds under the supervision of Sir 
Ralph Wedgwood. That was a fine pre- 
paration for becoming in turn Rates Assist- 
ant to the Goods Manager, Southern Area, 


Mr. W. E. Gelson 


Who has been made a Partner in the firm of 
Sir Bruce White, Wolfe Barry & Partners 


Assistant to the Divisional General Manager 
of that Area and, finally, Chief Regional 
Officer in 1948. 

The steady progress of the Eastern Region 
in the last 10 years is apparent from its 
operating statistics. The improvement in 
results was due largely to C. K. Bird’s 
quiet persistence and sound judgment. He 
handled difficult situations tactfully and was 
scrupulously fair in his relations with the 
staff of all grades. His calm manner of 
going about his business was a likeable 
trait, winning for him the affection of his 
assistants and the esteem of all who had 
dealings with him.—R.B. 


The following have been elected to the 
Council of the Association of British Travel 
Agents: Mr. C. Garstang, Mr. J. P. Gill, 
Mr. R. R. May, Mr. C. J. W. Mundy, and 
Mr. N. Y. Thorn. The following have 
been elected officers of the Association: 
Mr. J. J. Taylor, O.B.E., Chairman; Mr. 
C. Garstang, Vice-Chairman; Mr. G. W. E. 
Fortune, Hon. Treasurer. 
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Mr. W. E. Gelson, M.Sc., M.LC.E., 
M.I.Mech.E., who, as recorded in our 
February 21 issue, recently has been taken 
into the partnership of Sir Bruce White, 
Wolfe Barry & Partners, Consulting Engi- 
neers, was educated at Mercers School and 
the City & Guilds College, Kensington. 
Mr. Gelson was on the staff of Messrs. 
Rendel, Palmer & Tritton, Consulting 
Engineers, Westminster, in the Steel Bridge 
Department until 1926, when he was 
appointed to the Indian State Railways as an 
Assistant Bridge Engineer. He worked on 
the reconstruction of the Attock, Kotri and 
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The late Mr. H. J. Comber, whose death 
on February 23 was recorded in our isgye 
of February 28, began his career with the 
L.N.W.R. as a junior clerk in 1903. After 
gaining station experience, he was promoted 
to the District Superintendent’s office 
Southern Division. He was appointed to 
the General Manager’s office in 1911 to 
undertake responsibilities in connection 
with staff problems arising from the Labour 
Movement, then in its early stages. Mr. 
Comber was associated with the introduction 
of the system of scales of pay for the clerical 
staff on the L.N.W.R. and the subsequent 





The late Mr. H. J. Comber 


Delhi Jumna bridges and on the erection of 
the steel arch bridge at Reond. In 1935 he 
joined the then newly-formed Research 
Department and conducted track stress and 
locomotive oscillation researches. In Decem- 
ber, 1941, he was seconded to the Directorate- 
General of Munitions Production, Calcutta, 
and later acted as Deputy General Manager 
of the Bengal-Assam Railway. After the 
war Mr. Gelson returned to the Research 
Department until he retired from India in 
1947. He then took up an appointment in 
the department of the Civil Engineer of the 
Eastern Region of British Railways. He 
joined Sir Bruce White, Wolfe Barry & 
Partners as Bridge Engineer in 1951. 
Notable bridge constructions for which the 
firm is currently responsible include those 
over the River Tigris at Amara and Kut in 
Iraq and a combined rail and road bridge 
to replace the famous Lansdowne cantilever 
bridge across the River Indus in Pakistan. 
Mr. Gelson is a member of the Committee 
on British Standards Flat-Bottom Railway 
Rails. 


Chief Officer, Labour & Establishment, 


L.M.S.R., 1943-49 


grading of positions. On amalgamation he 
took charge of the salaried staff side of the 
work for the group company, and became 
Assistant for Salaried Staff. Later he be- 
came General Assistant, with general res- 
ponsibility for all phases of staff and labour 
work. He was appointed Chief Officer for 
Labour & Establishment, L.M.S.R., 
March, 1943. Mr. Comber was an active 
participant in the growth of the conciliation 
and negotiating machinery from its inception, 
beginning with the Arbitration Awards of 
1909 and the introduction of conciliation 
machinery in 1911. He retired in January, 
1950. 


Mr. L. J. Henderson, General Manager, 
Road Transport department, Canadian 
National Railways, is to assume jurisdiction 
over all “for hire’ piggy-back services, as 
well as railway-owned trailer operations of 
that railway. 


Mr. Gordon Fox, Assistant Manager, 
Real Estate Department, Winnipeg, Cana- 











mean Ahonen 
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dian Pacific Railway, retired on February 1. 
He is succeeded by Mr. T. A. Casey, Real 
Estate Agent, at Winnipeg. Mr. Walter 
Crnich, Real Estate Inspector, takes up the 
appointment relinquished by Mr. T. A. 
Casey. 


Mr. S. T. Clayton, Motive Power Super- 
intendent, London Midland Region, British 
Railways, has retired. 


Mr. H. H. Starr, Assistant Commercial 
Manager, Western Region, British Railways, 
has retired after 50 years of service with the 
Great Western Railway and British Rail- 
ways. 


Mr. G. M. Booth, District Operating 
Superintendent, Stratford, Eastern Region, 
British Railways, has been appointed Dis- 
trict Operating Superintendent, Liverpool 
Street. 


Mr. J. P. Young, Divisional Manager, 
Scottish Division, British Road Services, 
has been appointed a member of the Trans- 
port Users’ Consultative Committee in place 
of Mr. J. B. Hastie, who has retired. Mr. 
Young represents the B.T.C. 


Mr. F. Everitt, E.R.D., T.D., A.M.I.C.E., 
Deputy District Engineer, West Riding, 
North Eastern Region, British Railways, 
who, as recorded in our February 14 issue, 
has been appointed District Engineer, 
Darlington, began his career in 1929 as a 
junior draughtsman in the Divisional Engi- 
neer’s office at Crewe. He was appointed 
a draughtsman in the Chief Engineer’s 
office, St. Pancras Chambers, in 1935, and 
was transferred to Newton Heath Concrete 
Depot, Manchester, in 1938. Mr. Everitt 
was commissioned in the Royal Engineers, 
Territorial Army, in 1938 and saw service in 
India and Burma. He attained the rank of 
Lieutenant-Colonel and was three times 
mentioned in despatches. In 1946 he returned 
to the London Midland & Scottish Railway 
and was engaged on supervision of outside 
works in the Manchester and Derby areas. 
He became Chief Draughtsman, Lancaster, 
in 1949, and was appointed Assistant District 
Engineer, Bradford, in 1950. In 1952, he 
became Works Maintenance Assistant to the 
Civil Engineer, North Eastern Region, and, 
in 1955, District Engineer, Bradford. He 
was appointed Deputy District Engineer, 
West Riding, early in 1957. From 1952 to 
1957, Mr. Everitt was Lieutenant-Colonel 
(Permanent Way Maintenance) and Deputy 
Commander of 18 Railway Group R.E. 
Army Emergency Reserve. He is at present 
a Lieutenant-Colonel in the Transportation 
Staff Pool. 


Mr. S. W. Smart, C.V.O., O.B.E., former 
Superintendent of Operation, Southern 
Region, British Railways, who retired three 
years ago, had the honour of being presented 
to H.M. Queen Elizabeth, the Queen 
Mother, when she landed at Woodbourne 
Aerodrome in the South Island on February 
10. Mr. Smart is spending the winter with 
his son, a doctor living in New Zealand, 
and will arrive back in England in April. 


The following changes have been 
announced by the Canadian Pacific Railway: 

t. H. C. James, General Passenger Agent, 
Vancouver, retires and is succeeded by 
Mr. C. G. Jordan. Mr. R. D. Matthews 
succeeds Mr. Jordan as General Passenger 
Agent, Winnipeg. Mr. W. E. Clampitt 
succeeds Mr. Matthews as Assistant General 
Passenger Agent, Montreal, and Mr. C. V. 

Oobinson, City Passenger Agent, Regina, 


mes District Passenger Representative, 
Regina. 
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Mr. B. Adkinson, Assistant Motive Power 
Superintendent, London Midland Region, 
British Railways, has retired. 


Mr. A. E. Grimsdale, Manager, Home 
Sales, of the Metropolitan-Vickers Electrical 
Co. Ltd., will be appointed Director & Com- 
mercial Manager of that company from 
February 11. 


Mr. A. V. Sowman, M.I.E.E., has been 
appointed Managing Director of the Cromp- 
ton Parkinson (Chelmsford) Co. Ltd., a 
new subsidiary of the Crompton Parkinson 
Co. Ltd. 


We regret to record the death, on Febru- 
ary 22, of Mr. John Scowcroft Ramsden, 
M.I.E.E., formerly on the board of the 
British Thomson-Houston Co. Ltd. 


Mr. J. Bowley, an Overseas Field Engineer 
of Simms Motor Units Limited, has left 
this country by air on an extended tour of 
America and Canada, where he will visit 
the company’s service representatives and 
operators of Simms fuel injection and 
electrical equipment in these territories. 


British United Traction Limited announces 
the following appointments: Mr. W. F. 
Bolton as Service Manager; Mr. J. Andrews 
as Chief Draughtsman, and Mr. N. Beechey 
as Development Assistant. Mr. B. C. 
Baldwin becomes Contracts Superintendent, 


Mr. L. S. Flatman has joined the board 
of the Dowty Hydraulic Units Co. Ltd. as 
Production Director. 


Mr. R. I. Skeet, Mr. A. W. Jeffs, Mr. 
B. A. Thomas and Mr. G. M. Bruce have 
been appointed Directors of the British 
Steel Constructions (Birmingham) Co. Ltd. 
Mr. A. Van Beugen Bik has resigned from 
the board. Mr. G. H. E. Howard-Smith 
has resigned as Joint Managing Director and 
from the board, but remains with the com- 
pany as General Manager. 


Mr. A. W. Kirton has been appointed 
Technical Representative in the South West 
for British MonoRail Limited. 
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Mr. B. N. Jolly, Director & General Mana- 
ger of E. Boydell & Co. Ltd., has succeeded 
Mr. G. A. Hannah, Managing Director of 
Pegson Limited as President of the Federa- 
tion of Manufacturers of Contractors’ Plant. 


We regret to record the death, on Febru- 
ary 20, of Mr. H. T. Eatwell, Director & 
Joint Deputy Chairman of G. A. Harvey 
& Co. (London) Ltd. 


Mr. G. F. Laurence, Personal Assistant to 
Mr. M. Goldsmith, Chairman & Managing 
Director of Metalastik Limited, has been 
appointed to the board of that company. 


The Duke of Richmond & Gordon and 
Colonel Peter F. Benton-Jones have been 
appointed to the board of the British Wagon 
Co. Ltd. 


CENTRAL TRANSPORT CONSULTATIVE 
COMMITTEE FOR GREAT BRITAIN 

The following have been appointed to be 
members of the Central Transport Con- 
sultative Committee, to serve until Decem- 
ber 31, 1960:— 
Representing Agriculture 

Messrs. J. L. Brighton,* D. Goodfellow.* 
Representing Commerce and Industry 

Messrs. S. C. Rowell, D. H. Joyce,* 
C. S. Garland,* E. G. Whitaker,* R. H. E. 
Thomas. 
Representing Shipping 

Mr. I. Hooper. 
Representing Labour 

Messrs. H. Collison,* G. H. Lowthian.* 
Representing Local Authorities 

Major J. R. H. Harley, Major C. E. Pym, 
Alderman Sir James Collins, Councillor 
Major W. H. Powell, Councillor J. Bennett.* 
Representing the B.T.C. 

The Rt. Hon. Lord Rusholme, 
M. A. Cameron. 


* Indicates new member. 


Mr. 


Sir John Banks and Mr. R. G. M. Street 
also become members of the Central Com- 
mittee by virtue of their Chairmanships of 
the Transport Users’ Consultative Committees 
for Scotland and for Wales and Monmouth- 
shire, respectively. 


Presentation of Mr. S. W. Smart, former Superintendent of Operation, Southern 
Region, British Railways, to H.M. Queen Elizabeth, the Queen Mother, in New 
Zealand (see accompanying paragraph) 
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NEW EQUIPMENT AND PROCESSES 





Miniature Connector 


A HIGH-VOLTAGE 15-way miniature 
connector has been developed, which, 
it is stated, is safe and inexpensive, and 
possesses a number of new features. 
Railway applications include, for example, 
internal wiring, inter-coach coupling for 
railcars, and signalling circuits. 
The pins or inserts are connected to the 
cable by soldering or crimping away from 


the moulding, permitting closer pin 
spacing, and requiring less skill than 
soldering. Both plug pins and socket in- 


serts are fully shrouded in single piece, 
high-density polythene resilient mouldings, 
which eliminate the need for gaskets, and 
provide the necessary insert anchorage 
besides a considerable degree of protection 
against vibration. They have good elec- 
trical and mechanical characteristics. 

The plugs and sockets may be used as 
fixed or free units. For example, units 
may comprise one free and one fixed 
(normal connector), both free (in-line 
coupler connector), or both fixed (rack and 
panel connector). Mating of the units is 
by friction and is achieved by a normal 
push method, without the use of coupling 
nuts or jacking mechanisms. The positive 
alignment of the moulding prevents mis- 
mating. 

Although primarily designed to accom- 
modate cables up to a maximum strandage 
of 14/0.0076, any similar multi-stranded 
cable up to a maximum o.d. of 0.075 in. 
and maximum conductor o.d. of 0.034 in. 
may be used. 

The connectors have a working voltage 


of 1 kV. and a current rating of 2.5 A. per 
contact, and they are suitable for operation 
in temperatures up to 80° C. The unit 
is compact, occupying a space of 0.75 sq. 
in.; 22- and 30-way units are being devel- 
oped within this size. 

The connector is manufactured by the 
Plessey Co. Ltd., Ilford, Essex. 


Rolling Stock Lighting Fitting 


A LIGHTING fitting with an alternative 

lens has been installed in two British 
Railways prototype restaurant and buffet 
cars. It is likely that this lamp will be 
fitted to at least 50 coaches to be built in 
the Western Region. 

Both lenses, which are of the convergent 
type, are fully interchangeable. The domed 
version, seen on the left-hand side of the 
illustration, is internally stepped, part opal 
and part clear. The opal part gives a 
diffused light for general illumination and 
the clearer portions direct the light down- 
wards, it is stated, where it is most néeded. 
The shallower lens, on the right, has opal- 
escent sides only. It is designed specifically 
to direct a concentrated light downwards 
on to working surfaces. 

The complete lamp assembly, which 
weighs 3 lb., comprises a _ zinc-plated 
steel body, a polished aluminium reflector 
and a chromium-plated bezel, diecast in 
zinc base alloy. A Taw Transport type 
lampholder is used which houses a 60-W. 
G.L.S. bulb. Ventilation is provided via 


an aperture in the centre of the reflector 
through two louvres in the back of the 





lamp body. The glass lens is retained in 
the bezel by two screwed brackets and the 
hinged bezel, which is 84 in, dia., is secured 
by a keyed head screw. A felt gasket 
prevents vibration and seals the lamp 
against dust. 

Further details of the fitting can be 
obtained from the manufacturer, Wilmot 
Breeden Limited, 13-14, Oxford Street, 
Birmingham, 5. 


Used Oil Regenerators 


SCHLEGEL regenerators, employed on 

the Continent for some years for re- 
refining used oil, are now available in this 
country. They can also be used for the 
regeneration of petrol, turpentine, kero- 
sene, and so on. Two small models K.A. 
and M.A. (illustrated) have capacities of 
3.3 gal, and 9.9 gal. respectively; larger 
models are available up to 88 gal. capa- 
city. 

These units are fully automatic and are 
suitable for dealing with large quantities 
of waste and used engine, lubricating, and 
machine shop cutting oils. 

The units are simple in operation. A 





small quantity of the refining agent, known 
as FE, is put into the open regenerator 
and thoroughly mixed with the waste oil. 
The lid is then closed and the inside pres- 
sure raised to 36 lb. per sq. in. by means 
of a hand-pump or compressor. Further 
processing is completely automatic. The 
electric heating is switched on by the air 
pressure provided and the heating so gen- 
erated will, together with the refining 
agent, start off what is termed a soft re- 
fining process by which all oxidising pro- 
ducts dissolved in the waste oil are separ- 
ated. At the same time all engine-created 
grit and other foreign particles are re 
moved, while volatile pollutions evaporise. 
Models KA and MA have a processing 
period for one charge of about one to five 
hr. depending on viscosity and pollution. 

When the process is completed, the 
heating is switched off automatically and 
the regenerator does not require any 
further attention. The residue after 
the regenerating process is a dry com- 
pressed “cake” which is easily removed 
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by a scraper in a matter of minutes. 
Depending on the amount of dirt in the 
waste oil the process will yield up to 
95 per cent of regenerated oil. 

Schlegel regenerators are being distrib- 
uted in this country by Liquid Springs 
Limited, Norwich Union House, Wellesley 
Road, Croydon, Surrey. 


Suction Oil Gun 


N improved version of the manufac- 
turer’s suction oil gun is announced. 
This has a greater capacity, but is no 
dearer than the superseded model. The 
gun has a 9 oz. capacity, as against 54 oz. 
formerly. 

These hand guns are for use with oil 
and are suitable for topping up applica- 
tions besides other varied uses. 

The price of the new larger gun, Cata- 


logue No. GC. 3026, is unaltered at 
{1 3s. 7d. Further particulars can be 
obtained from the manufacturer, Tecalemit 
Limited, Plymouth, Devon. 


Horizontal Boring Mill 


THE Pegard A.F.9 horizontal boring mill 
is now available in this country. 
Certain features are stated to be embodied 
in the design of the machine to provide 
accuracy of machining with a minimum of 
wasteful movement by the operator. The 
total power capacity of the machine is 
20 h.p.; this is formed by a 15-h.p. motor 
on the spindle and a 5-h.p. motor on the 
feed box, for heavy-duty milling. All 
gear boxes are of a new design and their 
power transmission is claimed to be above 
normal. The large dimension bearings of 
the facing-head and spindle are adjustable. 
The machine is available in four ver- 
sions; particulars of the standard model 
include:—height, 116 in.; length, 235 in.: 
width, including transversal table travel, 
130 in.; width, centre to table, 98 in.; 
spindle axis to top of table, minimum, 
2:15 in., maximum, 41°5. 

Features of the machine include auto- 
Matic locking devices operated by com- 
pressed air; a pre-selection device; high- 
Speed optical reading devices; and an 
automatic positioning device. On vertical 
and transversal travels, OPL-type optical 
Tfeaders are fitted, inches being read 
through one eyepiece and fractions through 
a second one. This system gives full 
accurate readings to 00005 in. The trans- 
versal measuring unit is placed near the 
Operating position without being ex- 
Posed to dirt or foreign bodies. The 
angular readings on the automatic rotary 
table are obtained from underneath, 
Providing a reading precision of 6 sec. 

The automatic positioning device, by 
Means of precision-stops placed on eight- 
Sided drums, enables the machine to 
Position itself automatically on _pre- 
determined co-ordinates; the device is 
guaranteed to position within 0-0004 in. 
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Alternative equipment which can be 
supplied for the A.F.9 include a plain 
table, or swivelling table fitted with 360- 
deg. graduations and magnifying glass; a 
special .gearbox which can be fitted to 
obtain any of 23 different pitches for 
thread cuttings; and the A.F.9 spindle, 
which is provided with an automatic 
depth-release system, and can be supplied 
with a 100 mm. dia. instead of the 90-mm. 
standard. 

The A.F.9 Pegard mill is being distri- 
buted by George Cohen Sons & Co. Ltd., 
Machine Tool Division, Sunbeam Road, 
London, N.W.10. 


Gouging and Piercing 
Electrodes 


(N electrode, which is designed for cut- 
ting grooves, gouging, piercing or 
removing surplus metal, is now available. 
It is equally effective on all steels, cast 
iron and non-ferrous metals. 

Known as Groovees, these electrodes can 
be used with ordinary a.c. or d.c. welding 
plant without additional equipment such 
as oxygen or air supplies. They leave a 
clean, scale-free surface that requires no 
further preparation before re-welding. As 
the electrodes contain a steel wire core, 
there is no chance of carbon pick-up. 

For cutting grooves, the electrode is 
held at an angle to the work surface, 
pointing in the direction of travel. After 
an arc is struck, the electrode is moved 
rapidly along the line to be gouged. The 
force of the arc cuts the groove and re- 
moves the metal leaving a bright finish. 

For gouging-out defects in castings a 
series of overlapping grooves are cut in 
alternate directions making it possible to 
remove a defect of considerable depth. 

When piercing holes or removing rivets, 
the electrode is held perpendicular to the 
workpiece, the arc struck and held until 
the metal flows, and then the electrode 
moved into the molten pool. With 
manipulation, holes up to 3 in. dia. can be 
pierced in plate up to 4 in. thick; rivets 
can be removed from much thicker plate. 

Groovees electrodes are supplied in two 
standard sizes, 10 s.w.g. and 8 s.w.g. 
Further details can be supplied by the 
manufacturer, Welding Electrode Division, 
English Electric Co. Ltd., Clayton-le- 
Moors, Accrington, Lancs. 
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Plastic Gas Welding Goggle 


THE Itex Gas Welding Goggle, made of 

p.v.c., has been designed to offer 
maximum protection combined with com- 
fort. and efficiency. 

The pliable p.v.c. frame will fit all 
facial contours and the goggle may be 
worn for long periods without discomfort. 
The frame is ventilated by a mesh system, 
seen in the illustration, so eliminating 
misting of the lenses. 

A “flip-up” front enables the welder 
to inspect his work with complete safety 
as the fixed front is fitted with laminated 
safety glass lenses and will provide maxi- 
mum protection for any additional work 
such as chipping or grinding, thus obvia- 
ting the necessity of changing goggles. 
Another feature is the elastic headband 
which is adjustable. 

Standard 2 in. dia. welding lenses are 
fitted which comply to B.S.S. 679; these are 
protected against pitting with plastic cover 
lenses. 

The goggle will fit over all types of 
corrective spectacles and is also recom- 
mended for furnace work. 

Full details may be obtained from the 
manufacturer, Safety Service Company, 
34a, Stonebridge Park, Harlesden, London, 
N.W.10. 
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Diesel Depot at Cardiff, Western Region 


Fuelling, inspection, and maintenance facilities for railcars at Canton 


Maintenance facilities are being pro- 
vided at Cardiff Canton, Western Region, 
for main-line and suburban diesel railcar 
sets on the following services, the first two 
of which are already in operation :— 
Birmingham-Swansea Inter-city, Newport 
valleys local, South Wales area, and 
Birmingham-Hereford-Cardiff. 

Only the Birmingham-Swansea Inter-city 
sets are re-fuelled and have their daily 
inspection at Canton; the others are dealt 
with at smaller depots and come to Can- 
ton for maintenance. At present the sets 
are of three-car formation, with two 
power cars and one trailer, which can be 
coupled to run as three-, six- or nine-car 
sets as required. 

The facilities provided at Canton include 
a short siding for four rail oil tank wagons, 
with off-loading hoses; a fuel storage 
compound, with five 7,000 gal. tanks, 
pumps and switch gear house; an outside 
inspection pit 420 ft. long, which will take 
two three-car sets, six fuelling points being 
provided along the pit; a diesel main- 
tenance shed 810 ft. long x 45 ft. wide, 
having two pits 760 ft. long, each pit 
accommodating three three-car sets and a 
single unit; and an amenities block, con- 
taining offices, workshop, stores, mess- 
room, and boiler room. 

The work was let as two separate con- 
tracts. The fuel storage and outside in- 
spection pit, with some drainage, was 
awarded to J. E. Jones & Co. Ltd. The 
maintenance shed and amenities block was 
constructed by the Demolition & Construc- 
tion Co. Ltd. All alterations to the per- 
manent way were done by the District 
Engineer’s staff. 


Fuel Storage 


The five 7,000-gal. tanks are mounted 
on concrete saddles. The storage com- 
pound is enclosed by a brick wall and 
there is one dividing wall, to reduce the 
fire risk in case of leakage. The floor is 
of loose shingle. Two electric pumps and 
an emergency hand pump will either draw 
fuel from rail oil tank wagons to the 
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storage tanks, or deliver it to the fuelling 
points alongside the inspection pit. The 
pumps and control valves are of exterior 
type, the former being operated from a 
small brick switch-house. The area around 
them is paved. 

The outside inspection pit is of re- 
inforced concrete in the form of a “U,” 
420 ft. long. The walls are 1-ft. 3-in. 
thick and carry the rails. The pit is 
3-ft. 84-in. wide and averages 4-ft. 1-in. 
deep from rail level, the floor being 
screeded to drainage gullies. Fluorescent 
lights are provided in recesses in each wall 
at intervals of 17 ft. 6 in., and power 
points are also provided. 

The rails are 98-lb. f.b. welded into 
215 ft. lengths, sc that there is only one 
pair of fish-plated joints on the pit. The 
rails are supported on 10-in. square steel 
plates over neoprene rubber pads, and 
are held down by Lewis bolts grouted into 
the pit walls, with special clips, Evertite 
nuts, and spring washers. 

The pit is protected by a canopy of 
Corroplast sheeting carried on a tubular 
steel framework jointed with Kee-Klamp 
fittings as seen in the illustration. Fluores- 
cent lights are suspended from the canopy, 
and fuelling hoses. each with a meter, are 
fastened at six points along the pit. The 
area on either side of the pit is paved, 
and at each end timber crossings are pro- 
vided over the track. 


Maintenance Shed 

The maintenance shed has been formed 
by partitioning off one bay of the existing 
carriage shed. It is a steel-framed struc- 
ture clad with R.P.M. sheeting and with 
brickwork to dado height. Two electric- 
ally-operated roller shutter doors at each 
end are supported from reinforced concrete 
portals. The whole of the roof and walls 
has been’ insulated with  foil-backed 
plasterboard and a small amount of 
Stramit. 

Heating is by three separate systems. 
Low-temperature coils, water heated, run 
along each wall of the pit. In addition, 


Maintenance shed at Cardiff Canton, showing design of inspection pits 
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there are three continuous runs of steam- 
heated radiant panels suspended from the 
roof trusses, and also Colt inflow units 
fixed in the roof lights draw air in over 
steam-heated battery units. Ventilation is 
by 18 Colt extractor units, in the pitch of 
the roof. 

The pits are of similar construction to 
the outside inspection pit, but on either 
side of the main walls are small pits 
2 ft. 44 in. wide x 2 ft. 9 in. deep, 

The rails are also 98-lb. f.b. welded con- 
tinuously, so that there are no joints on 
the pit, with similar fastenings to those 
usec on the outside pit. The pit also has 
fluorescent lights recessed into the walls, 
but at 14 ft. centres. 

The floor of the shed, which is at rail 
level, is of reinforced concrete, an integral 
hardener being used to stop the surface 
dusting. 

The pits are divided into three 210 ft. 
and one 70 ft. sections by 20 ft. wide 
timber bridges, strong enough to carry a 
fork-lift truck. From the bridges, steps 
lead down to the pits. The 210 ft. section 
will accommodate a three-car set and the 
70 ft. a single unit, but the bridges and 
steps can be moved as required. 


Amenities Block 

The amenities block adjoins the main- 
tenance shed and is 260 ft. long by 20 ft. 
wide. It is mainly two-storied. It was 
designed by a consultant architect, E. 
Norman Bailey & Partners, in conjunction 
with the Chief Civil Engineer of the 
Region; to speed up construction, the 
framework was of precast concrete, 
designed, supplied and erected by a specia- 
list firm, A. & C. Buildings Limited, 

Most of the building has brick in-filling 
and a concrete slab roof, but one portion 
is clad with Kynalok aluminium sheeting 
and has Anderson D-deck roofing, both 
removable to allow access to boilers, oil 
storage tanks and so on. 

Two oil-fired automatic boilers heat both 
the building and the maintenance shed. 
In addition, reserve steam capacity is 
available for future pre-heating of carriage 
sets in the existing carriage shed. 

A double drainage system is provided. 
All drainage from the inspection and 


maintenance pits is taken to an oil inter- 
ceptor. 





Refuelling area with protecting canopy 
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New Medical Centre at London 
Bridge, Southern Region 


The new medical centre at London 
Bridge, British Railways, Southern 
Region, was recently opened replacing the 
former, less well equipped facilities with 
which the Regional Medical Officer, Dr. 
L. J. Haydon, and the Divisional Medical 
Officers have used since the original centre 
was destroyed during the war. 

The building is decorated in a subtle 
colour scheme of pink and blue-grey with 
light oak panelling and contemporary 
fittings. 

Dressing rooms, with illuminated signs 
showing whether or not they are engaged, 
are attached to each of the six consulting 
rooms. These are air-conditioned and 
soundproofed. Acoustic tile ceilings have 
been fitted. ; 

There are two eye testing rooms and a 
small laboratory. All the rooms are con- 
nected by an inter-communication tele- 
phone system. 

The centre is not to be used for treat- 
ment, but for the routine examinations 
which are one of the principal functions 
of the headquarters medical staff. There 
are entrances from both Tooley Street 
and the Station. 

The Southern Area Board and Mr. 
C. P. Hopkins, the General Manager, have 
taken the view that it is vital to have 
better facilities for the staff, many of 
whom form their first impressions of the 
railway when they go to Dr. Haydon for 
their initial medical examination. 





Notting Hill Gate Underground 
Station 


The first stage in the London Transport 
rebuilding scheme for Notting Hill Gate 
Underground station is nearing completion. 
Work has started on installation of two of 
the three flights of escalators which will 
oad passengers to and from the Central 

ine. 

The scheme provides for combination of 
the Circle and Central Line stations, at 
present on opposite sides of Notting Hill 
Gate, into one station below ground level. 
It is being undertaken in connection with 
the London County Council road-widening 
scheme to remove the Notting Hill Gate 
traffic bottleneck. Work on the new 
station started in September, 1956, and is 


expected to be completed in the summer 
of 1960. 





New Booking Hall 

Next June, the London Transport 
Executive plans to bring the first stage of 
the scheme into use by opening part of 
the new booking hall, now being built 
under the road, to serve passengers for 
Circle Line trains. 

‘When the scheme is finished the road 
width will have been doubled to 60 ft., 
and the two station buildings above the 
ground will have disappeared. In their 
Place will be a new booking hall below 
ground level, of the type in existence for 
many years at Piccadilly Circus Station. 
Access will be from four pavement en- 
trances. This hall will serve both Circle 
and Central Line passengers. ‘The new 
Station will obviate the present necessity 
for 2,000,000 Underground passengers a 
year to cross the busy road to interchange 
between the two lines. 

The soil excavated is London clay. The 
escalator tunnels are 23-30 ft. wide and 
Teach a depth of almost 100 ft. below the 
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Waiting room in the new medical centre at London Bridge Station, Southern Region 


road surface. They have been lined with 
iron segments.. Concrete bases for the 
escalators, machine rooms, and landings 
have been constructed. 

The old Metropolitan Line station build- 
ing has been demolished and a temporary 
booking office is now being used. The 
new booking hall, spanning the Circle Line 
tracks, has been excavated and concreted, 
and the roof girders which will carry the 
widened road are now being placed into 
position. When the concrete roof and the 
road works over it are finished in June the 
L.C.C. will be able to divert traffic over 
this part of the new station. 


Second Stage 

The second stage of the scheme will then 
begin. This includes driving a subway 
under the road, involving the diversion of 
six large water mains and three gas mains, 
and the tiling and lighting of the booking 
hall and escalator tunnels. When Stage 2 
is finished, in the spring of 1959, the old 
Central Line station, opened 58 years ago, 
will be closed. 


Third Stage 
In the third and final stage the old 
Central Line station above ground will be 
demolished and the lift equipment re- 
moved. Work on the third escalator, 
which will lead into the foot of the lift 
shafts, can then be started and after this 
is completed the new station will come 
into full use in July, 1960. 
The consulting engineers are Messrs. 
Mott, Hay & Anderson, and the contrac- 
tors are Balfour, Beatty Limited. 








BEST-KEPT LARGE STATIONS IN SCOTLAND.— 
The winners of the British Railways, Scot- 
tish Region, Best-kept Station Competition 
for main-line stations in 1957 were Edin- 
burgh Princes Street in group “A” and 
Aberdeen in group “B”; the former group 
includes Edinburgh Waverley, Edinburgh 
Princes Street, Glasgow Central, Glasgow 
St. Enoch, and Perth; group “B” covers 
Aberdeen, Dundee Tay Bridge, Dundee 
West, Glasgow Buchanan Street, Inver- 
ness, Glasgow High Street, and Paisley 
Gilmour Street. 


Parliamentary Notes 
Closing of Works and Branch Lines 


Three hours’ discussion on the second 
reading of the British Transport Com- 
mission Bill in the House of Commons on 
February 25 covered many aspects of 
changes and developments in the railway 
system. 

Mr. William Whitelaw (Penrith & The 
Border—C.) wanted to ensure that, in the 
proposal for a railway depot and marshal- 
ling yard between Carlisle and Gretna, the 
interests of landowners and farmers con- 
cerned were properly safeguarded. 

Sir Lynn Ungoed-Thomas (Leicester 
N.E.—Labour) thanked both the Com- 
mission and Sir Brian Robertson for the 
very considerate attitude they had adopted 
te representations made to him about 
replacing a bridge with a pedestrian cross- 


ing. 

Mr. W. F. Deedes (Ashford—C.) spoke 
of towns, such as Ashford, being affected 
from the social and craftsmanship tra- 
ditions by the reorganisation and modern- 
isation plans. The services of the Board 
of Trade and the Ministry of Labour, 
quite apart from the Ministry of Trans- 
port, would be needed in any major 
effort to supply alternative work for dis- 
placed employees. 

Lady Megan Lloyd George (Carmarthen 
—tLab.) said that the Glantwelly Crossing 
in Llanfihangel-ar-Arth, hitherto operated 
by a resident gatekeeper, was in future to 
be operated by train crews. “ We really 
seem to be back in Stephenson’s days, 
and all that is needed now,” she said, “ is 
a man with a red flag.” 

Mr. Rupert Speir (Hexham—C.) said 
there had been a considerable improve- 
ment in main line services, and consider- 
able improvement in inter-city services, and 
on some of the suburban lines, but the 
Commission had given up all effort to 
improve branch line services. At present 
it was pursuing a relentless and ruthless 
policy of withdrawing branch line services 
and causing great injury to the country- 
side. 

Mr. W. M. F. Vane (Westmorland—C.) 
said that one of the peculiarities of British 
railway construction, as compared with that 
of other countries of Western Europe, was 
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that our track was laid as to 99 per cent 
on softwood sleepers, whereas the railways 
of France, Belgium, Holland, Denmark, 
Switzerland, and Italy were laid to a 
large extent on hardwood sleepers. Could 
we aftord at this time to spend so much 
foreign and dollar currency on buying 
softwood timber for a standard of specifi- 
cation which was higher than any other 
in the world, and when we had an oppor- 
tunity of laying 20 per cent of our track 
with hardwood sleepers which could be 
found from resources within this country? 

Mr. J. Dance (Bromsgrove—C.) said 
that he had tried many times to get the 
stationmasters at Banbury and Leamington 
to give notice that trains would run late. 
People might have important business 
dates to keep. If they were told before- 
hand that trains would regularly run 20 
or 40 min. late for a certain period, they 
could make arrangements accordingly. 
Rail charges were “fantastic.” He was 
sent 1 cwt. of daffodil and narcissi bulbs 
to plant in his orchard. They were sent 
by passenger train by mistake, and the 
charge was more than the ordinary first- 
class passenger fare. He should like to see 
a change in the executive of the B.T.C. 

Mr. J. Harrison (Nottingham N.—Lab.) 
said that in his locality they had carried 
out a very successful experiment, between 
Nottingham and Derby. During the last 
three months, with only a very slight 
improvement in services and an adjustment 
of fares, it had been possible for British 
Railways to attract considerable numbers 
of local passengers, to such an extent that 
the local bus services were up in arms, 
and were appealing for powers to run still 
better bus services. That example could 
be followed successfully in many other 
rural areas. 

Mr. R. Gower (Barry—C.) said there 
was a feeling in South Wales that it was 
not getting a fair share of the modernisa- 
tion. 

Mr. Ernest Davies (Enfield E—Lab.) said 
he was fearful that the restrictions imposed 
on capital investment were endangering the 
modernisation scheme. which, if retarded, 
would prevent the Commission holding 
its traffic, let alone increasing it. It 
was urgent that A.T.C. be proceeded 
with as quickly as possible. Allegations 
had been brought to him by some- 
one formerly employed in the police 
department of the Transport Commission 
about pilfering and the failure of the Com- 
mission to institute a system to reduce it or 
bring it to an end. While he did not think 
that the allegations could be fully sub- 
stantiated, there was here a case for in- 
quiries to be made of the Commission to 
see whether it had carried out as speedily 
as it could the plan that was suggested and 
which the Commission accepted. The 
Marylebone Goods Station plan evolved 
in 1951 had not yet been fully imple- 
mented. The large numbers of convic- 
tions showed that only a percentage of 
the pilfering was due to railwaymen, and 
that the vast majority of the pilfering was 
the responsibility of the public. Statistics 
showed that the efficiency of the railways 
was steadily increasing. 

Mr. G. R. H. Nugent, Joint Parliament- 
ary Secretary, Ministry of Transport & 
Civil Aviation, said there was not a tre- 
mendous amount of flexibility in deciding 
where to put a marshalling yard, but he 
was sure that the Commission would do 
all it could to meet local opposition. 

As to the value of home-grown hard- 
wood for sleepers, the Commission had 
been thinking increasingly of pre-stressed 
concrete sleepers, more particularly for its 
continuously-welded lines, and he thought 
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they were probably the right answer. The 
railway workshops at Ashford would be 
closed by easy stages over the next four 
years. 

He could say quite flatly that it was the 
intention of the Commission to keep 
branch lines open wherever it could. Diesel 
buses were fairly expensive. The experience 
with the light diesel railcars, as on the 
Banbury-Bletchley line, had not been very 
encouraging; there had not been enough 
passenger traffic. 

South West Wales, he added, was getting 
a good share of the modernisation plan, 
with big works at Margam being carried 
out at a cost of £1,000,000, and new 
marshalling yards costing over £2,000,000. 

The effect of the capital investment 
cuts had been distributed as carefully as 
possible, so as to avoid interfering with 
electrification. It remained effective to 
some extent on the installation of the 
continuous brake, on the rolling stock pro- 
gramme, on the diesel main-line loco- 
motive, and the station improvements. 

Installation of A.T.C. had not been 
slowed down; in fact, the Commission now 
hoped to accelerate the A.T.C. programme 
in the coming year. 

Mr. Nugent concluded: Passenger traffic 
has been fairly good in 1957. Despite all 
the difficulties of passenger journeys the 
receipts are up on 1956. Evidently there 
has been a valuable response to the new 
diesel trains. 

I concede, he added, that the freight 
picture, especially in the second half of 
last year, shows a downward trend, and 
it is a matter for anxiety. Inevitably in 
the first year of modernisation most of the 
work will be groundwork and not fresh 
revenue earning. We are now considering 
the matter with the Chairman of the 
B.T.C. and reviewing the progress of the 
modernisation plan in the light of the 
trend of freight. We are certainly con- 
sidering the requirements of capital ex- 
penditure in the years that lie ahead. Our 
objective continues to be that the Com- 
mission shall be solvent by 1961-62. Mean- 
while a very great deal of work is going 
on throughout the country. A_ spirit 
of enthusiasm and interest has been shown 
by railway officials whom I have met, 
because they see a new chance and a new 
hope to bring back the British railway 
system as the leading system in the world, 
as it was three generations ago. 








Staff and Labour Matters 
Railway Shopmen’s Pay Claim 
At a meeting of the Railway Shopmen’s 
National Council on February 28, repre- 
sentatives of the B.T.C. replied to the 
claim of the Employees’ Side of the 
Council for a substantial increase in the 
rates of pay of Railway Workshop Staff. 
The Commission representatives stated 
they were unable to concede the claim. 
At the same meeting a claim from the 
Employees’ Side of the Council for the 
introduction of a 40-hr. week for railway 
shopmen was also declined. The unions 
are now considering what steps should be 
taken in pursuance of their claims. 


London Busmen’s Wages 

The judgment of the Industrial Court 
was awaited as we went to press on the 
application for a 25s. a week increase by 
the T.G.W.U. on behalf of London Trans- 
port busmen. The application was heard 
by the Industrial Court on February 24 
and 25, as reported in last week’s issue. 
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MARTONAIR OPENS BRANCH sat 
SHEFFIELD.—Martonair Limited, of 
Richmond, Surrey, announces the openin 
of a branch office at 71, Carver Street 
Sheffield, 1. The telephone number jg 
21641. The office will carry stocks of 
pneumatic cylinders, valves and acces- 
sories, and will, it is stated, be able to 
provide every assistance to customers in 
this area. 


METROPOLITAN RAILWAY COUNTRY ESTATES 
LiMITED.—The Chairman of Metropolitan 
Railway Country Estates Limited, Sir 
Bernard D. F. Decker, has reported that 
during the year ended October 31, 1957, 
the company was offered two substantial 
building estates at favourable terms. These 
two purchases would, at the time, have 
strained resources, so the company invited 
the board of Metropolitan Railway Sur- 
plus Lands Co. Ltd. to collaborate with a 
view to buying and developing the estates, 
The invitation was accepted and the estates 
purchased by the Whelmar Property Com- 
pany, in which each group holds a 50 per 
cent interest. 


VULCAN FounpDry LIMITED.—The directors 
of Vulcan Foundry Limited have reported 
that the programme of re-equipment and 
modernisation of the company’s work- 
shops, designed to increase the capacity 
for the production of diesel and electric 
locomotives, was continued during 1957, 
and again involved substantial expenditure. 
Due mainly to certain factors outside the 
company’s control, it proved impossible 
during the earlier part of the year to 
achieve a turnover sufficiently large to 
absorb the additional expenditure, and this 
is reflected in the adverse trading results 
for the year as a whole. A group trading 
loss of £210,089 was incurred against a 
profit of £202,158. 


GEORGE COHEN 600 Group LIMITED.—The 
directors of the George Cohen 600 Group 
Limited have declared dividends as follow. 
An interim dividend of 44 per cent. actual, 
less tax, on the £3,125,000 ordinary stock 
is payable on March 31, 1958, in respect 
of the year ending on that date; in the 
Chairman’s statement, issued with the 
annual report and accounts on August 30, 
1957, it was pointed out that the increase 
in the rate of interim dividend must not 
be taken as signalling an increase in the 
total rate of dividend for the year. The 
half-yearly dividend due on ‘March 31, on 
the £1,500,000 44 per cent cumulative 
preference stock is to be 44 per cent, less 
tax. The half-yearly dividend due on 
March 31, on the £1,000,000 6} per cent 
second cumulative preference stock is to 
be 64 per cent, less tax. 


Historical RatLway ReELics.—Sir Brian 
Robertson, Chairman of the British Trans- 
port Commission, on February 26 received 
a delegation representing the following 
organisations: the Stephenson Locomotive 
Society; the Historical Model Railway 
Society; the Newcomen Society; the Rail- 
way Correspondence & Travel Society: 
and the Railway Club. The delegation ex- 
pressed its concern as to the preservation 
of railway historical relics and its desire 
to see the early establishment of a railway 
museum or museums. Sir Brian Robert- 
son expressed his enthusiastic support of 
the objectives outlined by the delegation. 
He assured the delegation that everything 
would be done to preserve the relics at 
present in the care of the Commission; and 
he has accepted the co-operation of a con- 
sultative panel to be set up by the 
organisations concerned. 
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The Argentine State Railways have 
placed long term contracts with Fiat of 
Turin and Ganz of Budapest, for 300 diesel 
railcars at a total cost of U.S. $30,900,437. 
Fiat will build 210 and the remainder will 
be built by Ganz. 

The vehicles will be of all-steel con- 
struction; 90 will be used for one-class 
traffic on the narrow-gauge lines of the 
General Belgrano Railway; 32 on the 
standard-gauge lines of the General 
Urquiza Railway; and the remainder on 
the various broad-gauge lines. 

Fiat has also undertaken to erect a plant 
in Argentina to provide additional quanti- 
ties of these vehicles and eventually other 
kinds of rolling stock. 


The Argentine State Railways have 
placed orders with the Vulcan Foundry 
Limited for steam locomotive spare parts, 
including spare boilers, to the value of 
some £200,000. While no new orders for 
steam locomotives are expected, the firm 
is retaining capacity for steam spares work 
within the Vulcan Group for such tra- 
ditional markets as the Argentine. 


The British Transport Commission has 
placed a contract with Chas. Roberts &Co. 
Ltd., Horbury Junction, Wakefield, for 90, 
24-ton covered hopper wagons in connec- 
tion with the British Railways modernisa- 
tion programme. These wagons, designed 
to convey chemicals in bulk, have a welded 
steel body with two hinged doors in the 
roof for loading. Discharge is through 
four sliding door outlets. 


British Railways, Eastern Region, have 
placed the following contracts:— 


W. & C. French Limited, Buckhurst 


Hill, Essex: construction of master 
signalbox at Barking 
Charles R. Price, Doncaster, Yorks: 


reconstruction of roof to engine shed at 
Immingham 

W. & C. French Limited, Buckhurst 
Hill, Essex: reconstruction and widening 
of superstructure of overbridge No. 155, 
Arbour Lane, between Chelmsford and 
Hatfield Peverel 

Clough, Smith & Co. Ltd., Crawley, 
Sussex: supply, delivery, and installation 
of new c.h.v. cables between Hackney 
Downs and Seven Sisters 

Green & Silley Weir Limited, London, 
E.C.3: repairs to pontoons at Tilbury 
Landing Stage 

A. Jackman & Son Ltd., Slough, 
Bucks: reconstruction of superstructure 
of overbridge No. 99, Station Lane, 
including alterations to parapets and gas 
mains at Pitsea Station. 


The Special Register Information 
Service, Export Services Branch, Board of 


Trade, has received calls for tenders as 
follow:— 


From South Africa: 


40,000 tyre retaining rings 7 ft. 54 in. 
RCH standard section, to drawing CME. 


102/ 12848 
15,600 tyre retaining rings 12 ft. 6 in. 
RCH standard sections, to drawing. 


CME. 102/ 12848 

2,000 retaining ring fastenings, 7 ft. 
7} in. to drawing $.11/1/8855 

4,700 retaining ring fastenings, 7 ft. 
9 in. to drawing S.11/1/8855 

18,000 steel cappings, to drawing 
CME.106/ 12848 
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Contracts and Tenders 


2,000 steel copings, 2 in. by } in. 

1,100 steel copings, 3 in. by ¢ in. 

11,000 steel tread sections in lengths 
not less than 12 ft. 

737,000 steel hexagon bars in vari- 
ous widths across flats 

2,000 round steel bars, $ 


The issuing authority is the Stores 
Department South African Railways. Bids 
in sealed envelopes, endorsed “ Tender 
No, H.7163: Steel Retaining Rings, Cap- 
ping, Coping, etc.,” should be addressed 
to the Chairman of the Tender Board, 
P.O. Box 7784, Johannesburg. The closing 
date is March 21, 1958. The Board of 
Trade reference is ESB/4646/58. 


in, dia. 


22 items of electrical signalling equip- 


ment, including counters, _ trailing 
detectors, cartridge fuses, rectifiers, 
resistances, paper insulating sleeves, 
transformers, colour light _ signals, 
display boards, and brackets. 

The issuing authority is the Stores 
Department, South African Railways. 
Bids, in sealed envelopes, endorsed 


“Tender No. C.7144: Electrical Signalling 
Material,” should be addressed to The 
Chairman of the Tender Board, P.O. Box 
7784, Johannesburg. The closing date is 
March 28, 1958. The Board of Trade 
reference is ESB/5321/5. 


16 trailable electric point machines 
and detectors to S.A.R. specification 
No. CSE. 17B/2, and S.A.R. drawings 
CSE.ZE.22 and CSE.Z.341. 

6 crank handles in terms of clause 14 
of specification No. CSE. 17B/2 for 
above. 


The issuing authority is 
Department, South African Railways. 
Bids in sealed envelopes, endorsed 
“Tender No. C.2765: Electrical Signal- 
ling Material,” should be addressed to 
The Chief Stores Superintendent, P.O. 
Box 8617, Johannesburg. The closing 
date is March 26, 1958. The Board of 
Trade reference is ESB/5323/58. 


the Stores 


From Iraq: 
Signalling and interlocking equipment 
for the standard gauge crossing sections. 


The issuing authority is the Iraqi State 
Railways, Baghdad. The tender No. is 
IRS/C/41/57. Tender documents may be 
obtained by bona fide tenderers or their 
representatives from the Directorate- 
General of Railways, Baghdad West, on 
payment of IDs. 10 per set. This fee is 
not returnable. Tenders must be accom- 
panied by a deposit of guarantee of IDs. 
1,040. The closing date is May 10, 1958. 
The Board of Trade reference is ESB/ 
5836/58. 


From Iran: 


10,000 fish plates 
10,000 bolts and nuts 
10,000 bed plates. 


The issuing authority and address to 
which bids should be sent is the Iranian 
State Railways Administration, Teheran. 
Offers should be accompanied by a deposit 
of Rials 142,500 either in cash or in the 
form of a bank guarantee. The closing 
date is April 5, 1958. The Board of Trade 
reference is ESB/4925/58. 





Diesel railcars and steam locomotive spares for Argentina 


Further details regarding the above 
tenders, together with photo-copies of 
tender documents, can be obtained from 
the Branch (Lacon House, Theobalds 
Road, W.C.1). 


The Special Register Information 
Service, Export Services Branch, Board of 
Trade, reports that the State Railways of 
Siam (Thailand) intend to call for tenders 
for 10 diesel railcars in about two months 
time. Advance information on _ this 
project was given on page 205 of our 
February 14 issue. 


The Director-General, India Store 
Department, Government Building, Brom- 
yard Avenue, Acton, London, W.3, invites 
tenders for the supply of main car frames 
with frame clips. See Official Notices on 
page 292. 








Notes and News 


Swiss Transport Museum.—The new Swiss 
Transport Museum at Lucerne is expected 
to be completed by the Spring of 1959. 


Rail-Mounted Concrete Mixing Unit in 
the L.M. Region.—In last week’s issue it 
was stated that the concrete mixing unit, 
in use in the London Midland Region, 
was built by Whartons Engineers Limited. 
This should have read Whartons Engineers 
(Elstree) Limited. 


Institute of Transport Congress in Dub- 
lin—The Council of the Institute of 
Transport has arranged for the Congress 
this year to take place in Dublin under 
the auspices of the Irish Section from 
Tuesday, June 3 (assembly) to Friday, 
June 6. The Congress Headquarters will 
be at the Gresham Hotel in O'Connell 
Street. 


Leighton Buzzard Station Rebuilding.— 
The rebuilding of Leighton Buzzard 
Station on the Euston - Carlisle main line, 
London Midland Region, British Railways, 
is now complete, except for the new 
parcels office. There is a new station 
front and booking and waiting hall, a cycle 
shed, central heating and electric light- 
ing. The platform buildings were re- 
modelled a year ago. 


Wanton Damage to Football Excursion 
Train Coaches.—The London Midland 
Region of British Railways is holding an 
inquiry into the damage caused on three 
special trains by football supporters return- 
ing to Liverpool on Saturday. Nine 
special excursion trains left Liverpool for 
Blackburn, but the damage occurred on 
only three. It is reported to have included 
broken windows, a door wrenched off, 
many lamps stolen, electric _ fittings 
destroyed, and aprons on_ connecting 
corridors slashed. 


B.T.C. Harbours and Inland Waterways 
Charges Schemes.—The public inquiry 
into the draft Harbours Charges Schemes 
submitted by the British Transport Com- 
mission for confirmation by the Transport 
Tribunal under Section 76 of the Trans- 
port Act, 1947, as amended by the Act of 
1953, will be held at the Niblett Hall, 
King’s Bench Walk, London, E.C.4, on 
March 17. The inquiry into the corre- 
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sponding Inland Waterways Charges 
Scheme will be held at the same address 
on March 24. 


Institution of Lecomotive Engineers: 
Annual Luncheon.—The annual luncheon 
of the Institution of Locomotive Engineers 
will be held at the Dorchester Hotel, Park 
Lane, London, W.1, today (Friday) at 12 
noon for 1 p.m. 


Gloucester Railway Carriage & Wagon 
Co. Ltd.—The interim ordinary dividend 
of the. Gloucester Railway Carriage & 
Wagon Co. Ltd. for the year ending 
May 31 is 5 per cent, payable on 
March 29, For 1956-57 an interim of 5 per 
cent was followed by a final payment of 
10 per cent. 


Philips Electrical Limited at AS.E.E. 
Exhibition.—Products representative of 
most of the range of its lamps and lighting 
equipment will be shown by Philips Elec- 
trical Limited at the Electrical Engineers’ 
Exhibition. This will be held at Earls 
Court, London, over March 25-29. Indus- 
trial equipment marketed by the Research 
& Control Instruments Division of the 
company, including X-ray equipment, 
stepless variable transformers, and mercury 
vapour rectifiers also will be shown. 


London Underground Station Competition. 
—The London Transport Executive has 
announced the names of the 20 Under- 
ground stations judged to be the most pro- 
ficient, and with the most courteous staff, 
in 1957. They were: Aldgate, Oxford 
Circus, Piccadilly Circus, Strand, and the 
following station groups: Ealing Common- 
Ealing Broadway;  Blackfriars-Mansion 
House-Temple; Debden-Theydon Bois; 
Finchley Central-West Finchley-Mill Hill 
East; Hyde Park Corner-Green Park- 
Knightsbridge; and Rayners Lane-West 
Harrow-Eastcote. Ealing Common-Ealing 
Broadway group were winning an award 
for the sixth year running. Over 230 
stations take part in this annual competi- 
tion, in 10 zones; a panel allots marks for 
courtesy, cleanliness, traffic handling and 
management, and silver shields are 
awarded to winning stations for display 
in the booking halls. 


Large Consignment by Zeebrugge - 
Harwich Ferry.—The accompanying illus- 
tration shows wagons conveying a solvent 
stripper being marshalled at Harwich after 
being drawn off the Zeebrugge - Harwich 
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train ferry. The photograph was taken 
from the gantry of the ferry berth. The 
stripper, 127 ft. long and weighing 31 tons, 
was transported, with other oil refinery 
equipment, from Venice en route to the 
Isle of Grain, Kent (see our February 7 
issue). 


Hadfields Limited Results—The group 
manufacturing and trading profits of Had- 
fields Limited for the year ended Septem- 
ber 28, 1957, declined to £1,792,326 from 
£1,952,717 for 1955-56. After deducting 
interest payable of £98,923 (£92,230), con- 
tributions to staff pension schemes of 
£103,735 (£75,647), depreciation of 
£443,030 (£429,652), and tax of £679,248 
(£787,950), net profits were at £452,486 
(£547,532). The ordinary dividend is 9 per 
cent., absorbing £190,637 (the same as for 
the previous year). 


British Railways Information Bureau at 
the Ideal Home Exhibition——A_ British 
Railways Information Bureau is available 
for the convenience of visitors to the Ideal 
Home Exhibition at Olympia, London, 
which is now open until March 29. Repre- 
sentatives are in attendance to answer en- 
quiries about Continental and _ other 
passenger services, freight train facilities, 
fares, rates, and charges. The Stand 
includes a special careers counter where 
information about careers in all depart- 
ments of British Railways can be obtained. 


Leyland Motors Limited Results.—The 
directors of Leyland Motors Limited 
recommend a dividend of 2s. 6d. per £1 
ordinary stock unit, less tax (the same as 
for the previous year). They also announce 
a trading profit for year ended September 
30, 1957, of £6,065,279 (£5,527,775). The 
net profit was £2,171,025 (£2,327,796) after 
charging depreciation £1,164,204 
(£698,452), profits tax £538,145 (£481,699), 
and income tax £2,094,195 (£1,987,327). 
The profit relating to previous years was 
£51,044 (debit £17,418), the amount trans- 
ferred to general reserve £1,475,000 
(£1,569,000), and undivided profits carried 
forward £775,168 (£784,431). The annual 
general meeting will be held on March 26. 


Trico Selling Activities in Europe.—The 
European sales programme of Trico- 
Folberth Limited is being continued; a 
threefold campaign was planned to start 
the cxport drive for this year. The first 
of these activities was in connection with 
the Amsterdam Motor Show, last month, 
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Wagons conveying a \27-ft. solvent stripper and other oil refinery equipment being 
shunted at Harwich after disembarkation from the Zeebrugge-Harwich ferry 
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when the Trico mobile exhibition demon- 
strated some of the company’s latest 
developments. Market conditions jn 
Holland have led the company to give 
particular emphasis to their range of 
heavy-duty windscreen wiper equipment 
developed for passenger transport and 
commercial vehicles, and also for railway 
rolling stock. Other activities in the next 
few months will be concentrated at forth- 
coming Motor Shows at Copenhagen and 
Geneva. 


Perspective Drawing Board.—The manv- 
facturer of the 3D Drafting Machine 
described in last week’s “ New Equipment 
and Processes” is Mavitta Drafting 
Machines Limited and not as stated. 


New British Road Services Depot Opened. 
—The new Irish Ferry Branch depot of 
British Road Services at Preston Dock was 
opened recently. The depot has a well- 
equipped office with teleprinter communi- 
cation to other B.R.S. centres throughout 
Britain, a warehouse, and workshop build- 
ings. Its fleet strength comprises 44 Ley- 
land tractors, 266 trailers, 61 8/9-ton con- 
tainers, and 92 10-ton capacity pallets. 


U.S.A. Railways Loss of Passenger Traffic, 
—The airlines to have overtaken the 
U.S.A. railways as the largest passenger- 
carrying undertakings. Statistics issued 
by the Air ‘Transport Association of 
America show that during 1957 the air- 
lines moved an estimated total of 25,000 
million passenger-miles, against 21,700 
million performed on the railways, and 
16,000 million passenger-miles by long- 
distance buses. In 1956, the correspond- 
ing airline figure was 22,300 million 
passenger-miles, compared with 23,400 
million passenger-miles by rail. 


Trent Motor Traction Co. Ltd. Results.— 
With a final payment of 6 per cent., the 
ordinary dividend of the Trent Motor 
Traction Co. Ltd. for 1957 is brought up 
to 10 per cent., tax free. For 1956 an 
interim dividend of 7 per cent., less tax, 
and a final of 10 per cent, less tax, 
were paid. Net profits declined to 
£108,117 from £115,966, after depreciation 
of £148,113 £111,019) and tax of £100,186 
(£77,526). General reserve is _ allotted 
£10,000 (£25,000) while the carry forward 
is £88,367 (£90,250). 


Alfred Herbert Limited Results.—Alfred 
Herbert Limited, machine tool makers, 
has raised the ordinary dividend by 4} per 
cent to 12 per cent, tax free. Trading 
profits for the year ended October 31, 
1957, advanced to  £3,666,922 from 
£3,480,117 for 1955-56. The directors 
have stated that for the past few months 
orders have been lower than output, and 
the backlog has been considerably 
reduced, but prospects are sufficiently en- 
couraging to warrant the increased divi- 
dend. Net profits were £23,529 higher 
at £1,821,311. 


English Electric at Mechanical Handling 
Exhibition—The English Electric indus- 
trial motors which will be on view at the 
Mechanical Handling Exhibition, to be 
held at Earls Court, London, on May 
7-17, include a complete range of venti- 
lated type, standard dimensioned 65° C.- 
rise motors to the latest B.S. Specification, 
and Buxton certified-flameproof motors 
for hazardous duties below ground or on 
the surface in explosive atmospheres. Other 
exhibits will be short-time-rated slip-ring 
crane motors which feature low rotor 
current, geared motor units in operation, 
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a special totally-enclosel fan-cooled motor 
with a built-in braking system, and B.S.- 
dimensioned totally-enchosed fan-cooled 
foot- and flange-mounted motors. 


The Transportation Club.—Sir Arthur 
Kirby, Commissioner for East Africa in 
London, and formerly General Manager, 
Fast African Railways & Harbours, will be 
the guest of honour at a club dinner at 
the Transportation Club,. 44, Wilton 
Crescent, S.W.1, on April 22. The cost 
of the dinner will be as usual, 30s., to 
include wines, and dress will be informal. 


Progress of Electrification in France.— 
The situation as to electrification of the 
French National Railways is now reported 
to be as follows: (a) 1,500 V. d.c.: (1) 
Givors-St. Etienne completed, (2) Lyons- 
Valence to be completed by December, 
1958; (b) 25 kV., 50 cycles: (3) Douai- 
Arras-Longueau. completed; (4) Déle- 
Vallorbe to be completed this month; (5) 
Libercourt-Lille in May; (6) Arras-Lens- 
Pont 4 Vendin in June; (7) Longueau- 
Amiens-Paris by December (or early in 
1959). Electric traction has not yet been 
formally inaugurated on some _ sections 
where conversion work is finished. 


U.S.A. Loans for Indian Railway Develop- 
ment—The $150 million Export-Import 
Bank credit to India, it is announced, is to 
be used to procure from the U.S.A. capital 
equipment, machinery and services needed 
by India in the next 12 months for the 
irrigation, reclamation, power, transport, 
communications and mining programmes 
and certain industries. It is a 15-year 
loan bearing 54 per cent interest. A 
further $75 million credit from the U.S.A. 
Development Loan Fund is to be used to 
buy components for the manufacture inter 
alia of structural steel products required 
by the Indian railways. 


Central Wagon to Consider Increasing 
Capital—The directors of the Central 
Wagon Co. Ltd. are considering the desir- 
ability of increasing the share capital by a 
capitalisation issue. This would be subject 
to the consent of the Capital Issues Com- 
mittee. This purpose of such an increase 
is stated to be so that capital will more 
nearly represent the true worth of the net 
assets. Because the liquid assets of the 
company are very large, the board has in 
the past considered making a distribution: 
but it is felt that an immediate return of 
cash might be fraught with dangers owing 
to possible future requirements. 


British Insulated Callender’s at the Electri- 
cal Engineers’ Exhibition, 1958.—British 
Insulated Callender’s Cables Limited will 
be exhibiting a comprehensive selection of 
Its range of products at the Electrical 
Engineers’ Exhibition, to be held at 
Earls Court, London, March 25-29. These 
will include paper insulated cables, for 
transmission and distribution of electrical 


Power; cable accessories; rubber and 
Plastic insulated cables; cabled copper 
tube, for instrumentation and control 


purposes; resilient rubber moulded connec- 
tors; telecommunication cables; mineral 
insulated cables and accessories; and 
copper and aluminium busbars, strands 
and sections. 


Fluorescent Lighting at Watford Junction. 
—Improved lighting is being installed by 
British Railways, London Midland 
Region, at Watford Junction. Fluorescent 
illumination will be provided throughout 
Most of the station premises; lamps con- 
taining 5-ft. tubes will be suspended be- 
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neath platform canopies, and mounted on 
concrete columns on open platforms. 
Platform lanterns will carry the station 
name in the L.M. Region colour (maroon). 
Watford is the first station to have its 
lighting equipment modernised under a 
scheme covering all stations on the Euston- 
Watford electrified line. 


Closing of Sharlston Station, N.E. Region. 
—British Railways, North Eastern Region, 
announced the closing to all traffic from 
March 3 of Sharlston Station between 
Wakefield Kirkgate and _ Pontefract. 
Approval was given by the Transport 
Users’ Consultative Committee for the 
Yorkshire area. The nearest alternative 
passenger station is Featherstone, 2} miles 
away. Buses operate in the area. For- 
warded parcels traffic are dealt with at 
Featherstone and received parcels traffic at 
Wakefield and Featherstone. Small con- 
signments of freight traffic are handled at 
Wakefield, as previously. 


Accident to Southern Region Suburban 
Parcels Trains——A steam-hauled parcels 
train ran into the side of a suburban 
electric train at Gloucester Road Junction, 
near Croydon, Southern’ Region, on 
March 4, resulting in derailment of three 
coaches of the suburban train. One coach 
turned over on its side. Six people were 
taken to hospital and treated for minor 
injuries and shock, but none was detained. 
The electric train was the 12.55 p.m. West 
Croydon to Victoria, and the parcels train 
was the 9.41 a.m. Brighton to London 
Bridge. 


New Department of Thos. Cook & Son 
Ltd.—To combine the activities of Thos. 
Cook & Son Ltd. and Dean & Dawson 
Limited in their dealings with appointed 
booking agents, Cook’s has created a new 
department, to be known as the Agent’s 
Department. This source of business had 
increased by half, and it is now about to 
be increased to double its original size to 
deal with increased bookings from sub- 
agents in Great Britain. Mr. J. E. 
Shepherd, formerly General Manager for 
the Middle East, has been appointed 
Assistant Traffic Manager (Agents), and 
Mr. F. W. Shiers Manager of the new 
department. 


Twin Dise Clutch A.G.—A technical office 
was opened recently in Zurich of Twin 
Disc Clutch A.G., a wholly-owned sub- 
sidiary of the Twin Disc Clutch Company 
of Racine, Wisconsin, U.S.A. The main 
functions of the company are holding 
foreign manufacturing properties and pro- 
moting the export sale of the products of 
Twin Disc Clutch Company and _ its 
licencees. Herr Hans Taeger has been 
appointed European Sales Manager in the 
Zurich technical office. Count Josef 
Meran has been appointed a director of 
Twin Disc Clutch A.G.; he will continue 
to supervise book-keeping and administra- 
tive functions at the Twin Disc Clutch 
A.G. offices at Vaduz, Liechtenstein. 


Dowty Group Interim Dividend.—The 
interim dividend of the Dowty Group has 
been raised from 4 per cent, tax free, to 
5 per cent, tax free. The final payment 
for the year ended March 31, 1957, was 
5 per cent, tax free. The directors have 


decided to make a statement in future at 
about this time each year announcing the 
approximate half yearly results and giving 
trends to indicate the forward position. 
Estimated profit for the half year ended 
September 30, 1957, after deductin 
amounted to about £475,000. The 


tax, 
gures 
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now available show that improvement is 
continuing and the board believe that the 
final results for the year will show an 
increase of some 25 per cent over the 
figures for last year. 


Strike Threatened on French National 
Railways.—Traffic on the S.N.C.F. is ex- 
pected to be almost halted today (Friday) 
by a strike of footplate staff. It is 
reported that they are demanding that their 
work be better organised so that they do 
not waste time for which they are unpaid. 
They are also demanding a reform in 
pensions. 





Broom & Wade Limited.—Mr. Harry S. 
Broom, Chairman & Joint Managing 
Director of Broom & Wade Limited, 
speaking at the annual general meeting on 
March 3, said that the report and accounts 
show another satisfactory year. The fact 
that the company has been able to make 
substantial profits despite several adverse 
factors makes the year in some ways the 
most successful in the history of the com- 
pany. It has been a difficult year, he 
added, both at home and abroad, largely 
due to conditions which have been beyond 
the control of the company, but in spite of 
difficulties the consolidated profit for the 
year is £566,046, compared with £623,658 
for the previous year, a reduction of 9 per 
cent. With regard to the disposal of 
profits the directors have recommended 
that the final dividend on the ordinary 
shares be 10 per cent, maintaining 124 per 
cent for the year. 








Forthcoming Meetings 


March 7 (Fri.).—The Railway Club, at 320, 
High Holborn, London, W.C.1, at 
7 p.m. Paper on “Some features of 
Continental signalling instructions,” 
.by Mr. T. S. Lascelles. 


March 8 (Sat.).—Railway Correspondence 
& Travel Society, Bristol & District 
Branch, at the Grosvenor Hotel, 
Bristol 1, at 3 p.m. Paper on 
“Western nonconformity,” by Dr. 
W. A. Tuplin. 


March 8 (Sat.).—Railway Correspondence 
& Travel Society, Sussex & Kent 
Branch, at the Railway Hotel, 
Brighton, at 7 p.m. Film programme, 
presented by Mr. C. J. Baraard. 

March 10 (Mon.).—Institute of Transport, 
at the Jarvis Hall (R.I.B.A.), 66, Port- 
land Place, London, W.1, at 5.45 p.m. 
Paper on “ Relations in industry,” by 
Mr. D. M. Sinclair. 

March 10 (Mon.).—Railway Correspon- 
dence & Travel Society, Northampton 
Branch, at the Liberal Club, Castillian 
Street, Northampton, at 7.30 p.m. 
Illustrated paper on “The Festiniog 
Railway,” by Mr. N. A. Pearce. 

March 11 (Tue.).—Railway Correspondence 
& Travel Society, West Midlands 
Branch, at the Arden Hotel, New 
Street, Birmingham, at 7.30 p.m. Paper 
on “G.N.R. reminiscences,” by Mr. 
J. F. Clay. 

March 11 (Tue.).—Railway Correspondence 
& Travel Society, East Midlands 
Branch, at the N.C.S. Guild Room, 
Toll Street, Nottingham, at 7.30 p.m. 
Paper on “The Lynton & Barnstaple 
Railway,” illustrated and with models, 
by Mr. R. E. Tustin. 

March 11 (Tue.).—Institute of Transport, 
Yorkshire Section, at the Great North- 
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ern Hotel, Leeds, at 6.30 p.m. Paper 
on ‘“ The price of freight by railway,” 
by Mr. A. A. Harrison. 

March 12 (Wed.).—Institute of Railway 
Signal Engineers, London Section, at 
the Institution of Electrical Engineers, 
Savoy Place, London, W.C.2, at 
6 p.m. Paper on “ Interference in line- 
side cable circuits from 25 kV. 50 c/s 
traction systems,” by Dr. A. Rosen, 
B.I.C.C. Limited. 

March 12 (Wed.).—Railway Students’ 
Association, at the London School of 
Economics & Political Science, Hough- 
ton Street, Aldwych, W.C.2, at 6.15 
p.m. Paper on “ Railway research,” 
by Mr. T. M. Herbert, Director of 
Research, British Railways Central 
Staff. 

13 (Thu.).—Institute of Transport, 
East Midlands Section, at Franklins 
Gardens Hotel, Northampton, at 
1 p.m. Paper on “ Non-paying 
services—the public’s view,” by Mr. 
M. A. Cameron. 

March 14 (Fri.).—Railway Correspondence 
& Travel Society, London Branch, at 
the Railway Clearing House, Eversholt 
Street, London, N.W.1, at 7.15 p.m. 
Paper on “ Railway reminiscences of 
the past 10 years,” illustrated by lan- 
tern slides, by Dr. P. Ransome-Wallis. 

March 17 (Mon.).—Railway Correspon- 
dence & Travel Society, Merseyside 
Branch, at the Woodside Hotel, Birken- 
head, at 7.30 p.m. Paper on “The 
last days of steam in Ireland,” by Mr. 
D. S. Smith. 

March 18 (Tue.). 
Engineers, at 


Institution of Civil 

Great George Street, 
Westminster, S.W.1, at 5.30 p.m. 
James Forrest Lecture by Sir John 
Cockcroft. 

March 19 (Wed.).—Institution of Loco- 
motive Engineers, at the Institution of 
Mechanical Engineers, 1, Birdcage 
Walk, London, S.W.1, at 5.30 p.m. 
Annual General (Meeting followed by 
a paper on “Fuels and _ injection 
equipment for traction diesel engines,” 
by Mr. H. A. Hill. 

March 19 (Wed.).—British Railways 
(Southern Region) Lecture & Debating 
Society at the Chapter House, St. 
Thomas’ Street, London, S.E.1, at 
6 p.m. Reading of prize essay and 
annual general meeting. 

March 19 (Wed.).—Permanent Way Institu- 
tion, London Section, at the Head- 
quarters of the British Transport Com- 
mission, 222, Marylebone Road, 
London, N.W.1, at 6.30 p.m. Paper 
on “ Modern trends in tunnelling prac- 

illustrated by lantern slides, by 

Kell. 


tice,” 
Mr. J. 

March 20 (Thu.).—Diesel Engineers & 
Users \Association, at Caxton Hall, 
Westminster, S.W.1, at 2.30 p.m. Paper 
on “ Governing of diesel engines,” 
by Mr. R. A, Fuller. 

March 20 (Thu.).—Institution of Mechani- 

Engineers, at 1, Birdcage Walk, 
London, S.W.1, at 6 p.m. Discussion, 
“How to bridge the gap between 
theory and practice in lubrication,” 

March 21 (Fri.).—Institution of Mechanical 
Engineers, at 1, Birdcage Walk, 
London, S.W.1, at 6 p.m. James 
Clayton Lecture on “ High-speed high- 
performance diesel engines: their 
development and application,” by Dr. 
Ekhart Schmidt. 

March 21 (Fri.).—Institute of Transport, 
at the Dorchester Hotel, Park Lane, 
London, W.1. Annual dinner. 

March 21 (Fri.).—Crewe Pupils & Appren- 
tices Association, at the Royal Auto- 


Cal 
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mobile Club, Pall Mall, 
S.W.1. The S5ist dinner. 

March 22 (Sat.).—Permanent Way Institu- 
tion, Manchester & Liverpool Section, 
at the College of Technology, Sack- 
ville Street, ‘Manchester, at 2.30 p.m. 
Paper on “ Effects on permanent way 
to be expected from general introduc- 
tion of diesels and electrification,” by 
Mr. J. C. Loach. 


London, 








Railway Stock Market 


A firmer tendency in stock markets was 
attributed to hopes that the Budget might 
bring minor tax changes to help industry, 
and also to the belief that the bank rate 
might be reduced in the next few weeks. 

Canadian Pacifics reflected the steadier 
tendency on Wall Street and were well 
maintained at $444, while White Pass 
shares at $123 were virtually the same as 
a week ago. Canadian Pacific 4 per cent 
non-cumulative preference stock, which 
has remained at 54, yields over 74 per 
cent. The 4 per cent debentures were 
fractionally higher at 644. 

International of Central America shares 
were quoted at $204, Costa Rica ordinary 
stock at 174 and Chilean Northern deben- 
tures at 344. San Paulo Railway 3s. units 
changed hands at slightly over 2s. while 
in other directions, United of Havana 
second income stock and the consolidated 
stock were 54 and 1} respectively. Brazil 
Railway bonds were again 54, and Guaya- 
quil & Quito assented bonds 70}. 

Elsewhere, Antofagasta stocks have been 
steadier with the ordinary and preference 
well maintained at 154 and 354 respec- 
tively, while the 5 per cent (Bolivia) deben- 
tures were 933. Nyasaland Railways 
shares kept at 9s. 9d. and the 34 per cent 
debentures were again 604. In Indian 
stocks, Barsi were quoted at 174. 

The shares of locomotive builders and 
kindred companies were rather more 
active; the proposed offer made by Charles 
Roberts for Hurst Nelson has increased 
talk in the City that other mergers between 
companies in the industry may be in pros- 
pect, though there is no official basis for 
suggestions of this kind. 

Hurst Nelson shares continued more 
active, but after rising to 34s. a week ago, 
have eased to 33s. 3d. following divergent 
views in the City whether the terms of the 
offer are attractive, bearing in mind all the 
factors and the break-up value of the 
shares on the basis of the last balance 
sheet figures. There are many points which 
have to be considered, such as the cost of 
readjustments and re-grouping, and also 
the fact that it sometimes takes time before 
full benefits of amalgamations and mergers 
can accrue, as has been shown in the case 
of Vulcan Foundry, which is now, of 
course, controlled by English Electric. 

Birmingham Wagon shares have come 
back from 17s. to 16s., while North British 
Locomotive eased from 10s. 9d. to 
10s. 44d. Wagon Repairs Ss. shares at 
10s. 6d. were virtually the same as a week 
ago, and Gloucester Wagon 10s. shares 
changed hands around 13s. 6d. G. D. 
Peters held steady at 27s. 6d. while in other 
directions, English Electric came back 
from 48s. 3d. a week ago to 47s. 6d., and 
General Electric lost a few pence at 
30s. 3d. Associated Electrical were steady 
at 48s. 3d. in front of the dividend 
announcement. Beyer Peacock 5s. shares 
kept at 6s. 7$d. and Crompton Parkinson 
5s. shares were 8s. 6d. 


March 7, 1958 ; 
OFFICIAL NOTICES | 


ECHNICAL MANAGER to take comple charge 
T of new Rail Track Fabricating and Installadeg E 
Department. Competent draughtsman with : 
knowledge of permanent way engineering, prefe 
British Railways trained; good commercial kno 
and outlook; excellent opportunity for young a= 
with initiative to create for himself a sound progressive _ 
position. Car provided.—Applications in the Strictest A 
confidence will be considered in writing or by telephone 
by Managing Director, Pittrail Limited, Railwa' and 
Civil Engineers, Caledonian Works, Aldridge, Staff . 





GHANA. PUBLIC SERVICE COMMISSION,— 

Applications are invited for the post of ELEC. 
TRICAL INSPECTOR, GHANA RAILWAY, to 
take charge of an electrical workshop, staffed by fi 
and to organise the routine maintenance of all ek 
equipment in a harbour area, including the hea 
electrical cranes used on the docks. Candidates should 
have sound training and experience in the maintenanee 
of low tension A.C. and D.C. distribution cables and 
associated switchgear, together with motor and con 
trollers up to 100 h.p. and possess Ordinary or Higher 
National Certificate in Electrical Engineering or its 
equivalent. Appointment will be on contract-gratuity 
terms for one tour of 18-24 months duration in the 
salary scale £1,040-£1,280 p.a. entry point de i 
on experience. Gratuity at rate of £12 10s. ae 
completed month of satisfactory service. Outfit 
allowance of £60 on first appointment and Education 
Allowance for children when not resident in Ghana 
of £100 a child for up to three children under 18 years, 
Free first-class passages for officer, wife and up to 
three children under 18 years. Generous home leave 
on full pay. Income Tax at low local rates. Preser- 
vation of superannuation or pension rights, where 
applicable, can be arranged. For further particulars 
and application form write, stating age, qualifications 
and experience, to the Director of Recruitment, Ghana 
High Commissioner’s Office, 13, Belgrave Square, 
London, S.W.1. 





THE NIGERIAN RAILWAY CORPORATION 
invites applications for the following posts: 
(a) ASSISTANT WORKS MANAGER OCO- 
MOTIVE); (6) ASSISTANT WORKS MANAGER 
(CARRIAGE AND WAGON). Duties: The officers 
under the jurisdiction of the Works Manager will be 
responsible for the supervision of the Workshop staff, 
the Progress and Inspection Department and a number 
of Outdoor Depots. Qualifications: Candidates should 
have served an apprenticeship with a Railway, with 
subsequent experience in the organisation and adminis- 
tration of a Railway Workshop. Candidates should 
also have experience of a Drawing Office and produc- 
tion methods. For appointments on_ pensionable 
terms, age limits 26-45 years and candidates must 
possess A.M.I.Mech.E. or have passed Parts I and fl 
(or equivalent). For contract terms, age limit 55 years 
and professional qualifications may be waived if 
compensated by wide experience. Salary: In scale 
£1,100 by £50 per annum to £1,900 (inclusive of 
Overseas Pay). Starting salary according to q 
cations and experience. Appointments on contract 
will have a gratuity payable on completion at the rate 
of £18 6s. 8d. to £31 13s. 4d. for each completed month 
of service. Tours: 15 months in Nigeria followed by 
15 weeks’ leave on full pay. Quarters: Partly furnished 
quarters are provided at low rental. Allowances: £0 
Outfit Allowance on first appointment and Children’s 
Allowance of £75 a child up to two children under 
18 years. Send postcard before 21st March, 1958, 
mentioning the post and this paper for further particu- 
lars and application form, to: The London Representa- 
tive, Nigerian Railway Corporation, Nigeria House, 
9, Northumberland Avenue, London, W.C.2. 





ALL AND ROLLER BEARINGS, ETC, 
WANTED ! Also surplus goods—especi 
hand tools—of all descriptions. FOR SALE: MET 
BOXES of strong and sturdy gauge and construction 
with handles in all sizes.—Ask for details. R. Po 
138 New Cavendish Street, London, W.1. MUSeum 
5250. 


THE Director General of India Store Department, 
Government Building, Bromyard Avenue, Acton, 
London, W.3, invites tenders for the supply of :— 
66 R.H. MAIN BAR FRAMES with Frame; 66 L.H, 
CLIPS, completed machined on all faces. Forms 
tender may be obtained from the above address on oF 
after the 7th March, 1958, at a fee of 10s., which is not 
returnable. If payment is made by cheque, it S$! 
please be made payable to “ High Commissioner for 
India.” Tenders are to be delivered by 2 p.m. om 
Thursday, 17th April, 1958. Please quote Reference 
No. 125/57.DB/RLY. 


—<—$—$ 





Bouxp VOLUMES.—We can arrange for readers’ 

copies to be bound in full cloth at a charge 
Send your copies te 
SUBSCRIPTION DEPARTMENT, Tothill Press, Limited, 
33 Tothill Street , London, S.W.1. 


of 25s. per volume, post free. 
the 
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